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If the trunks have suffered how has it been 
with the tributaries ? Compare other sales at the 
same periods as above. 

Present 


Nov. 6th, 

1847, price. 
Vermont and Mass..753¢° 22 
Cheshire ..........91 86. 


Decline 
in 6 years. 
5346 
55 


Vermont Central .. .88 12% 75% 
Northern (N. H.)..102%4 5736 45 
Passumpsic.,..... 90 26 64 


The average decline in these stocks has been 
about 60 per cent, or three times that upon the 
leading roads out of Boston. 

Some of the causes of the decline of the stocks 
of the interior roads are very well known. Unex- 
pected cost, financial sacrifices, and the results of 
competition have been principally active. The 
result conveys a lesson to those who would im- 
pose the support of a large amount of capital 
upon a limited extent of production. The pre- 
sent discount on the cost.of the roads named re- 
presents the proportion of capital invested beyond 
the wants of the paying business. 

Massachusetts, in any effort to open another 
route through her state, has the example of the 
construction of two rival roads in Vermont, a rich 
agricultural and mineral state. Above Burlington, 
a single road, built on a good route at a moderate 
outlay, ought to be worth in the market nearly 
all that it cost. Were not the business of the 
Vermont Central principally diverted from Bellows 
Falls, the Cheshire might earn the interest on its 
cost, also. Yet the Cheshire has cost heavily, and 
is still subject to a rise and fall which would give 
it a grade of 40 feet per mile for its entire length. 
What would this road do if it were not extended 
beyond the Connecticut River. Its stock, as a 
marketable basis, would have no value at all, as 
the business could not pay running expenses. 

It is the increase of capital account that has 
worked loss to the interior railroads of New Eng- 
land. It makes no difference whether the money 
has been sunk in one road, or in two roads occu- 
pying essentially the same relation to the general 
business of the country traversed. The old roads 
have increased their cost, but, as has been shown, 
with a greater increase of business, and therefore 
with less loss. : 

The Fitchburg road has secured a good position 
in Boston, but only at a great cost, not as yet de- 
manded. At the same time, to attract business to 
make its investments productive, it has competed 
for it at prices which have kept no proportion to 
the outlay on which they have been earned. Its 
stock has suffered the heaviest decline of that of, 
any road running into Boston, being now at about 
85 percent. or 40 percent. below its value in 
1847. Its fares must be raised, even against the 
wishes of one whose known principles have in- 
fluenced their adjustment :—else, the business 
must be done at less cost. Can this be? This es- 
say has been undertaken in the hope that such a 
result may be yet attained. 

How has the Providence road increased its cost 
also. A road originally opened at about the en- 
ginecr’s estimate of $800,000.—It has brought 
the cost of its main track up to $70,000 per mile 
to compete with a route giving nearly 40 miles 
less railroad travel to the New York passenger, 
and costing, as built, but $25,000 per mile. The 
reason why the Fall River route is popular is be- 
eause, by reason of its low cost, it can afford 


superb accommodations in its boats. It is profitable 
because it works to advantage upon $2,500,000 
less capital than either of the other New York and 
Boston lines. Yet it is very much the longest in 
distance. There is not a stockholder in the Pro- 
vidence road who can present business reasons for 
'the construction of the great passenger station at 
Providence, and the costly connection with the 
Stonington road. 

Let any stockholder consider the independence 
of a company having’ a real monopoly of any bu- 
siness. Let him consider that the cost of move- 
ment, which is the governing element, not only 
depends upon the mere cost of power and atten- 
dance, but on the interest of the permanent ia- 
vestment. Witness the Fall River road, whose 
fixtures in Boston would not be missed except by 
its patrons if taken away. That company has se- 
cured the largest business of any route between 
New York and Boston. Having to pay tolls over 
but a short distance of connecting road, only about 
one-fourth of that of the other boat routes, there 
is no doubt but it could have sustained the 
great competition of 1852-3 without loss. It 
is now building a boat which will surpass, in ex- 
tent of finish and accommodation, anything ever 
planned in marine architecture. 

It costs little more to run a boat to Fall River 
than to the Thames or to Stonington, while the 
cost of 1ailroad movement beyond is greatly re- 
duced. Marine travel, once embarked, seeks the 
point nearest to its ultimate destination. This is 
why New York is prefered as an importing city 
to Boston. It is nearer in time and distance to 
the great centers of distribution than any other 
Atlantic city. The same reason gives Buffalo a 
supremacy over Dunkirk, and Chicago over Mil- 
waukee. The same reason gives Baltimore a trade 
which passes by the commercial facilities of Nor- 
folk unnoticed. 

So long as inderest really forms a principal part 
of the cost of transportation so long will works 
fail which are built at great cost only for compe- 
tition. 

Consider this element of interest injthe case of the 
Hoosic tunnel route. The tunnel is estimated to 
cost $2,000,000. 

With the same character of material to be re- 
moved, with a given length, and with a given 
depth and number of shafts, the cost of a tunnel 
will depend upon its area of cross section. The 
proposed Hoosic tunnel will be 21 feet wide at 
grade, 24 feet wide at 6 feet above grade, and 18 
feet high at the highest point, above the level of 
the rails. The area of its cross section is 405 
square feet. Compared with other important 
tunnels, built in this country, this area is deficient. 
The long tunnel of the Pennsylvania Railroad, at 
Sugar Ruu Gap, is five feet higher. The tunnel 
at Cincinnati, to be, when finished, nearly two 
miles in length, is five feet wider and two feet 
higher, The tunnels on the Reading Railroad are 
smaller than the Hoosic, but they were intended 
for coal trains. The passenger cars upon that 
road are of limited width, seme having but a sin- 
gle seat on one side of the aisle, and all have 
strong gratings outside of the windows. 

The Michigan Central Railroad has adopted the 
use of cars wider than those in general use on 
other narrow gauge roads. These cars have proved 
steady and are more cemfortable than others of 





less width. Cars of this width, nearly 104 feet 
over all, would hardly pass with safety on double 
track in the proposed Hoosic tunnel, and for that 
reason might not be eventually adopted, even if it 
were desirable, from motives of comfort and ac- 
commodation to do so, In addition they would 
run too near the sides of the tunnel for the safety 
of the train men, and of the passengers also un- 
less they were prevented from putting their heads 
and arms out of the windows. 

The height of the tunnel, above the centers 
of the tracks, would allow little more than the 
actual necessary height of chimney, with- 
out giving proper room for draught. A short 
tunnel, in a level road, might not require steam 
for a train already in motion, but the Hoosic is to 
be nearly five miles long and on a grade of 25 feet 
rise per mile. Such a passage would require the 
best working" of the locomotive. The 4,100 feet 
tunnel of the Pennsylvania Road is on a much 
steeper grade, but its roof is 23 feet above the 
rails, Without a proper height, some difficulty 
might be apprehended as to ventilation. In Mr. 
Derby’s argument in the tunnel hearing he re- 
marked that with 25 feet depth there would be no 
difficulty as to ventilation. He had based his esti- 
mate of cost, however, upon his engineer’s section 
of but 18 feet above the rails. Add 7 feet of 
height and the tunnel becomes much more expen- 
sive. 

The men employed upon the freight trains 
would require to be on the tops of the cars much 
of the time. On any signal to stop or start the 
trains in the tunnel, these men would be in motion 
and would not be safe within the proposed height. 

From the length of such a passage it will re- 
quire to be divested of all possible danger and 
difficulty. From all the considerations above 
presented it is probable that an increase of the 
area of the tunnel by one-third of its proposed ex- 
tent would be required, an enlargement which 
would cost, at the estimated rates, about 
$500,000. 

Assuming that $2,500,000 will complete the tun- 
nel, This wouid pay for 50 miles of road at $50,- 
000 per mile. The cust of operating 50 miles of 
road would be $150,000 per annum for interest, 
and the same, say, for expenses. Hence $150,000 
the whole cost of interest and operation of 25 
miles of road per year, would be against the 4 
miles of tunnel; or 2% miles added in distance. 
Is not here a consideration of some consequence 
in estimating comparative grades, curves, and 
distances? Add 21 miles to the actual length of 
the road and we have 207 miles as the distance 
between Troy and Boston, leaving out all equation 
of grades and curves. 

It is clearly for the interest of Boston to parti- 
cipate in so much of the Western business as she 
can without loss. But never can she realize a 
practical advantage from being five miles nearer 
New York than to Troy. Actively employed rolling 
power and working facilities, will best make her 
present investments productive; but never can 
she impose the support of another large invest- 
ment upon her gresent foreign business, without 
driving it away from her, and bringing loss, both 
to herself, and to the principal railway interests of 
New England. 

As the greater part of the railroad investments 
in Massachusetts, New Hampshire and Vermont 
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have been made with reference to seeuring a part 
of the Western business, it is worth while to con- 
sider the inducements which exist to make the 
cost of transportation the least possible. When I 
have already explained that I include the interest 
on the investment as a necessary part of this cost, 
it will be seen that the construction ef even some- 
what easier routes, will impose a new tax on the 
movement, such as will require a great reduction 
of working expenses to compensate. It would be 
no economy in saving in one pocket to lose from 
the other. The best economy is that which, with- 


influenced by this consideration that it takes the 
business travel with it, however reluctantly former 
mercantile relations may be severed. While of 
such travel as is not altogether dependent on the 
movement of freight, much may be said to be al- 
ready secured, even at moderately high fares, 
The social ties originating in New England, which 
influence a good share of its present movement, 
will not be extinguished while the population re- 
tains its present character. Whatever natural at- 
tractions exist, to invite pleasure travel, cannot 
be removed. But freight, being the locomotive 
wealth of the country, carries travel with it. It 
builds ware-houses, attracts shipping and creates 
manufactures. It employs labor, capital, taste 
and skill; and where these are combined, society 
becomes organized. It is the production and dis- 
position of “freight” that form the greater part of 
the business operations of a community. It is the 
activity of business and the extent of its opera- 
tions which give value to property—which create 
the wealth of society. In a country like ours, 
where capital must be supplied, nothing like busi- 
siness can create taste, fashion, science and art. 
This fact is an inevitable consequence of the de- 
mocracy of our institutions. 

If travel be then dependent on commercial in- 
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of manufactures, building materials, and” other}on ‘their cost; or the surn of $7,788,496 every 
The Morris Canal is bringing/year. Could all of the roads named receive ade- 


down about half a million tons of coal, iron and|quate support, and be employed wholly in West- 
iron ore, yearly. The Delaware and Hudson Ca-jern business, their customers would pay nearly as 
nal is bringing in two millions of dollars worth, or}much in a year as would build a route from Bos- 
half a million tons, of coal, in the same time. The} ton to the Erie Canal, equal in capacity to all the 
Delaware and Raritan Canal is another freight} business which would he done over the present 


route, 
Boston brings freight from the interior only by 


routes. 
It remains to be seen if Boston will add $5,000,- 


railroad. The whole number of tons of freight}000 to the $3,500,000 of dormant capital of the 


carried upon the railroads entering that city were, 


for 1853, as follows : 





A part of this tonnage did not originate or ter- 
minate in Boston, being moved between local sta- 
tions, or from local stations outward. Another 
portion of this tonnage entered Boston in transitu, 
being carried directly to other roads running out 
of Boston, and was not, therefore, properly inclu- 
sive in the trade of that city. It may not be far 
from correct to allow nine hundred thousand tons 
of freight as entering Boston by railroad, and un- 
consigned to other roads, in 1853; and six hun- 
dred thousand tons as leaving, in the same time. 

Of this quantity of freight, 59,018 tons were 
carried from Albany to Boston by the Western 


road. (This was carried between Nov. 30, 1852 


Vermont and Massachusetts road, and thereby 
saddle the support of $8,500,000, and ultimately, 


3 

. out any sensible increase of capital, or any hazard} Boston and Lowell, toris........ «++. 342,629 at least $10,000,000 of additional investment upon 
t of income, would effect the present transportation Boston and Maine, “ «1... s+. e+e 251,327 | the business already taxed towards the support of 
L at lower rates. Boston and Prov. Pde ph acd Ne™ pe 142,126 over fifty millions of dollars. If this be done, it 

RS: . Bost. and Worcester, ‘ decé dvedivuee 309,715 : ¥ ‘ 

) Economy of transportation is more essential Deo rig ea sabe 102,617 shows a profusion of capital not to be expected in 
with freight than with passengers. The channel) Fitchburg, 1 eapanse 40h 430,606 | times when Western roads, of necessary construc- 
taken in the movement of property is governed| Old Colony, eee coos eens 118,410 tion, are offering a seven or eight per cent. inter- 
: wholly by selfishness, and so strongly is freight DAB aio’ ils see ca. est on every dollar they can get. 


Whatever may be the result of the Hoosic tun- 
nel route upon a portion of existing investments, 
it will always have a powerful competitor in the 
Western road. The Western road has the larger 
part of its cost employed in local business, and 
could, as it stands, control a great amount of 
through business with a very little increase for in- 
terest on capital, and, as I shall hereafter endea- 
vor. to show, at a cost of operation much below 
the present expenditure. 

Its rival line, the. Troy and Boston, on the con- 
trary, must look for its chief support from through 
business. The Vermont and Massachusetts road, 
a part of the line, has done comparatively nothing 


; 7a 
and Dec. 1, 1853.) The through freight from towards supporting itself for the four or five years 


Ogdensburg to Rouse’s Point, for the year 1852 


was 112,048 tons, a portion of which originated at 


of its operation. The Pittsfield and North Adams 
’|\road, which enters the region intersected by the 


Ogdensburg, and another portion of which, at or propesed Trey and Beste reed, hes cunenes ae 


below Rouse’s Point, was diverted from Boston 
The ‘* Western business,” 


brought from beyond 


fund contributed to guarantee the payment of in- 
-|terest by its lessees, the Western Railroad Compa- 


‘ . It is true that the branch cannot accommo- 
Aibany and Ogdensburg to Boston, cannot reach ny i 7 

150,000 tons per annum, even allowing for what ane Cee pyres Benth, to Wars 
may come by the way of Whitehall and Rut- would a trunk road, and it is also true, that the 


land. 


movement upon the branch may have increased 


Let us look at the cost of the roads over which the business, somewhat, upon the main road. But 


this business has entered Boston : 


should the new road be built, the Western Rail- 


Boston and Worcester.......... $4,850,755 |T0ad could well afford to lose the present business 
ducement, so soon as this element is supplied the} Western .... .... .....seee eeee ee 9,953,259 of the branch, by transferring its lease, if possible, 
railroad system is in demand. If Boston is to be- é —————_ | to the Troy road. 
come a great mart, the movement of merchandise} ©0st of the Bost. and Alb. line. .$14,804,014 The whole aim of this essay, is to show the real 
must be encouraged. Low passenger fares, beyond| Fitchburg ....-.+++ c++. sees s+: $3,716,870 | elements of the cost of transportation, and how it 

in limit i Sotwe Cheshire . ee cece ce 3,075.195 be red d Sol * 
a certain limit in the suburban districts of a me- may be reduced. Solong as money is an exchang- 
: Rutland and Burlington. ica eee . 5,477,467 ; : 
tropolis, do not offer commercial inducements to! Vermont Central.. Me 8,072,281 | able material, so long does its use enter into the 
travel. A man who visits his friends in Boston,| Vermont and Guth... cack 500,000 cost of transportation; and, what is more, much 
another who visits the place merely to become, Northern, N. H..... +++ sees cess 5,133,834 |in proportion to the permanent investment will be 
acquainted with it, a third who goes to select a $26,975,647 the actual decay and destruction of the work, 
stock of goods, or to dispose of produce; all, or ae This remark does not apply to the quality of the 


either, can better spare a few shillings of increas- 
ed fare than the same sum exacted on every ton 
of freight which they might find convenient or 
profitable to have moved. 

From the position of Boston, being destitute of 


Taking also the cost of the New Hampshire 
line, to the connection with the Vermont Central, 
a route taking a part of the Western business 


that now comes over the Ogdensburg road. 
Boston and Lowell, leaving out 


work, but the quantity. Two tracks cost more 
than one for repairs; twenty stations, more than 
ten in the same length of road ; two engines more 
than one, etc. 


P branches, say.... «++. «e+e ++ $1,900,000 The New England railroad system has become 
: natural communication with the interior of New] Nashua and Lowell.............- 651,215 less profitable, as an investment, than were its 
4 England and the West, it would be supposed that Concord.. 1,409,09€ [capital employed in some other kinds of business ; 
4 her great system of railroads would be worked Northern, N. H., about. 3,100,000 | while the tendency of railway property is still 
4 chiefly with reference to the movement of freight. Manchester and Lawrence... 750,000 | downward. AsI have charged this state of things 


New York has the Hudson, the great outlet and 
natural harbor of the tonnage of the Erie and 
Champlain Canals; that reaching the Hudson 


26 miles of Boston and Maine, say 2,000,000 
$9,810,313 


partly to a too large investment in the business, I 
could not overlook the case of the Hoosic tunnel 


Whole cost of lines engaged in the “ Western|route, now urging its claim upon the people of 


amounting to over two millions of tons yearly. 
She has the Sound, with its-long stretch of coast, 
farnishing from the back country large quantities 


business” of Boston, $51,589,974. To work these| Massachusetjs. 


lines at a profit under their ordinary expenditure,} In expressing my opinion, as to the results like- 
their business must pay 15 per cent, per annum,|ly to flow from its construction, I am free of all 
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interest and obligation to either party. With its 
present cost,I look upon the Western road as 
the proper Western inlet of trade and] travel 
to Boston, but from this road I have never asked 
nor received so much as a free ticket, nor doI an- 
ticipate that it will appreciate volunteer counse) 
in i's cause. Its principal officers know my views 
in relation to locomotive power, and I have been 
told that no change would be likely to be effected 
in railway machinery in Massachusetts. I have 
no interest in a change, apart from a professional 
knowledge of its economy. Next to the over- 
construction of railways in New England, the sys- 
tem has suffered from an imperfect adaptation ot 
power. Locomotive power and the wear of loco- 
motives upon the tracks, includes a large share oi 
the operating expenses of roads, and this powei 
has been used in New England so that a given 
cost could earn but a small freight. 
To be continued. 





Mississippi and Atlantic Railroad Company. 

We copy by request, from the New York Courier 
and Enquirer, the following statement, showing 
the history, pcsition and objects, of the Mississip- 
pi and Atlantic Railroad Company. 


To the Editors of the Courier and Enquirer. 

In the Money Article in your paper of the 25tb 
instant is an elaborate assault upon the Mississippi 
and Atlantic Railroad. The article is such a 
marked exception to the general tone of your pa 
per—it so entirely misconceives the position and 
character of the above project, and is so calculat. 
ed to mislead the public mind, that I must claim 
the privilege of presenting through the same me- 
dium a brief reply. In order that the true posi- 
tion of the Mississippi and Atlantic Company may 
be fully understood, it is necessary to refer to the 
history of what has been calied in Lilinois ‘State 
Policy.” 

hat State in 1836 devised a scheme of railroad 
construction which it undertook in its own capa- 
city and with its own resources and credit. This 
scheme, it will be remembered, embraced a varie- 
ty of routes extending in every direction north 
and south, east and west. A part of the “policy” 
adopted was to build up various points within the 
State without reference to the consideration whe- 
ther they were the natural depots of commerce 
or the most convenient for the purposes of trade. 
The most striking evidence of this was that St. 
Louis was not recognized as the terminus of any 
of the projected lines; but Alton, an insignificant 
village 26 miles above that city, and within the 
State of Illinois, was selected as the great port on 
the Mississippi River, which was to rival St. Louis, 
and cause ail the trade and travel of Illinois com- 
ing from the East to terminate at that point. Now 
it is evident that ‘rue “policy” would dictate that 
a direct line eastward should have taken St. Louis 
as its starting point, without reference to the con- 
sideration whether it was or was not within the 
geographical limits of Illinois. It is well known 
that the magnificent projects of the State ended 
in ruin, and the State was left without one mile of 
its projected improvements completed and with a 
debt of $17,000,000 incurred, which was wholly 
lost (the Alton and Terre Haute Road being one 
of the projected and abondoned lines). The dis- 
grace and embarrassments of the State which fol- 
lowed are well known. The consequence of this 
disastrous policy was, that in the new constitution 
of the State a provision was inserted prohibiting 
all similar undertakings on the part of the State. 
This lef, the whole matter of building railroads to 
the effurts of private enterprize only 

There have always been persons with capital 
ready to build a road between St, Louis and Terre 
Haute. It being the straightest and consequently 
the shortest route frem Terre Haute (a point at 
which now terminates virtually about 10,000 miles 
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of railroad, diverging at Indianapolis to every im- 
portant point on the Atlantic) to St. Louis, the ob- 
vious terminus of a road designed to connect the 
Mississippi with the Atlantic. Under the general 
Railroad Law of the State they organized a Com- 
pany for this purpose. But here again arose the 
same spirit which had involved the State in such 
disaster, and appealing to the same narrow preju- 
dices which had before influenced the people, they 
erected the banner of “State Policy”—and no 
pains were t> be spared to give to Alton an impor- 
tance which it can never attain either from its na- 
tural position or its local advantages. A road 
was projected from Alton to Terre Haute, and by 
taking it through various country seats and unim 
portant villages, its projectors enlisted considerabl 
influence in its favor. But it was soon found that 
ao favor in the eyes of eastern capitalists could 
be obtained for the scheme so long as the propos- 
ed straight line from St. Louis was in their way. 

There is a provision in the General Railroad 
Law, that no lands can be condemned by any 
company for its use, unless the Legislature shal: 
declare that the contemplated road is of’ sufficient 
public interest to warrant the taking of private 
property. ‘State policy” being for the time omni- 
potent in the Legislature, the new Company pro- 
ceeded to purchase the right of way on the whole 
length of the road, thus avoiding the necessity 
of the legislation above referred to. One would 
suppose that here, at least, opposition would cease, 
and the stockholders would be permitted to pro- 
secute their enterprise without further interruption. 
But no! “State Policy” was yet alive, and it all at 
once discovered that not only did the Railroad 
Law require this legislation to protect the right of 
parties whose lands it was proposed to condemn, 
but that it was equally required to protect the stock- 
holders against themselves; and that the Railroad 
Company could not build a road across its own 
lands. 

It was then determined to apply to the Legisla- 
wure to give the Company all the powers that it 
was pretended it lacked, but‘‘ State Policy” was 
again in the ascendant, and the Legislature refus- 
ed to recognize the Company as a valid corpora- 
tion under the Railroad Law, and rejected the bill 
by a large majority. But now came a reaction, 
and the sense of the people began to operate, and 
“State Policy” was doomed and the Legislature 
at its late special session, by a vote of two to one, 
gave the Mississippi and Atlantic Railroad Com- 
pany allthe powers that it required to prosecute 
its work to completion. : 

Now it will be seen that the Mississippi and At- 
lantic Railroad Company have surmounted all the 
difficulties that its opponents have placed in its 
way ; and that, driven out of the Legislature, they 
uext make their appearance in Wall street, and 
renew the contest with different tactics. They 
have failed to protect the people of Illinois against 
the schemes of capitalists who would build roads 
and expend money within their borders, now are 
much distressed for the capitalists themselves, and 
they read them a lecture, urging them to a conser- 
vative course, and warning them against contribu- 
ting to the building of rival roads. It will be seen 
from the above which is the r:val road. The one 
contemplated long since, and which would, but for 
the opposition it has met with, ere this have been 
in full vperation, and occupying the straight line 
between St. Louis and the point from which 10,000 
miles of road diverage to the Atlantic cost; or the 
crooked line, beginning at Alton, and pursuing a 
devious course, finally comes to the same eastern 
terminus with the Mississippi and Atlantic. The 
one for which the capital stock has been long sub- 
scribed, or that which could with difficulty be 
prosecuted, even after capitalists had been induc- 
ed to take an interest in it only by assurances, to 
which they trust that ‘‘ Slate Policy” would for- 
ever prevent the prosecution of the other. 

The Mississippi and Atlantic Road has no rival 
in any proposed Road. Jt can have no rival that 
does not occupy its own line. The opposing lines 
can never interfere with its usefulness or its prof- 
its. If they suffer from the construction of this 








Road, they certainly cannot blame any but them- 
selves. They had notice that this Road would 
be built. Ifthey have failed to prevent it, they 
must suffer the consequence fo their mistake. Had 
the friends of the Mississippi and Atlantic resorted 
to the mode of warfare adopted by their oppon- 
ents, it would have been an easy matter to have 
driven their securities out of the market. 

For the local business there can be no rivalry 
whatever between the roads, as a glance at the 
map willshow. The Ohio and Mississippi Road 
crosses the Wabash river some sixty miles south 
of Terre Haute, and does not sensibly approach 
nearer than that distance to the line of’ the Missis- 
sippi and Atlantic Road, until they have traversed 
nearly three fourths of the way to St. Louis, and 
as these lines proceed east of Terre Haute they 
are still wider apart. The Alton and Terre Haute, 
although starting from the same eastern point with 
the Mississippi and Atiantic Road, diverges imme- 
diately therefrom, and runs its whole distance, a- 
bout twenty-five miles from it, at which distance 
they are apart when they touch the Mississippi 
River. 

For the through business between St. Louis and 
all the East, the Mississippi Road can suffer from 
a0 competition that is not ruinous to those who 
attempt to compete with it; for the reason that it 
is the short route in the right direction, opposed 
to the long route in the wrong direction. From 
St. Louis to Terre Haute it will have the advantage 
of 30 miles in distance. This measures its super- 
iority as a through line. In view of all these con- 
siderations, where is the project in the United 
States that holds out such inducements to capital- 
ists as this? A route of greater merit cannot be 
found in this country, nor one, the advantages of 
which are better understood by the business world 
and capitalists. 


The contracts for this Road have been made in 
short portions and to be paid in cash only. Those 
familiar with the mode so generally in vogue of 
letting in large masses to large contractors, paya- 
ble in stock and bonds, and of which practice the 
roads opposing the Mississippi and Atlantic are 
specimens, will at once see that every dollar of 
the capital of this road will be represented by val- 
ue received, and not one-third or one-quarter of it 
a fiction, representing the profits of the contractors 
and nothing else. The intelligent capitalist will 
have no difficulty in deciding which is the true 
and which the dogus line. 


Perhaps, however, the most unwarrantable feat- 
ure in the article alluded to is the slur attempted 
to be cast upon the President of the Mississippi 
and Atlantic Railroad Company, Mr. Brough, and 
whose name is so intimately connected with the 
work, in consequence of the decline in the market 
value of the stock of a Company of which he was 
the former President, and which is styled one of 
his projects, (and which it is confidently expected 
will be but temporary That Road was not a pro- 
ject of Mr. Brough. It was begun by the State 
of Indiana, and abandoned from its inability to 
complete it, It was then given to a private Com- 
pany who placed it under the charge of Mr. 
Brough, by whom it was resuscitated and made 
one of the best paying Roads in the country. It 
did a large business, which has been reduced by 
the opening of other roads. For the location of 
the Road, Mr. Brough certainly is not responsible, 
nor for the building of rival Roads which have inter- 
fered with its business; what he did was well done, 
and the efficiency and ability displayed by him in 
his management of that work after its abandon- 
ment by the State, point him out as the most suit- 
able individual to whom could be confined the 
construction of the great line from Terre Haute to 
St. Louis, and to him is certainly due great praise 
asi having been instrumental in overthrowing that 
incubus upon Illinois—“ State Policy.” 

In conclusion permit me to assure the gentle- 
men who have been so active and untiring in op- 
posing the construction of the M. and A, Railroad, 
that they may spare themselves any further effort in 
that behalf. THe RoaD WILL BE MADE, 

A NEW YORK STOCKHOLDER. 














Journal of Railroad Law. 
CONFLICTING RAILWAY GRANTS. 

This was the chief subject of discussion in the 
case of the Union Branch Railroad Company vs. 
the East Tennessee §- Georgia Railroad Company 
lately decided by Judge Lumpkin in the Murray 
Superior Court in Georgia, and reported in the 
American Law Register for last month. In what 
cases one statute can repeal a previous statute by 
mere implication is often a grand qvestion, as the 
Nebraska controversy abundantly shows. The 
legal authorities agree that an older statute can- 
not be impliedly repealed by a later one unless 
the repugnancy between the two is irreconcile- 
able. The Jaw does not favor such a construc- 
tion as repeals a former law by mere implica- 
tion derived from a later one. It is to be pre- 
sumed that a legislative body will not hide its 
meaning in innuendo and mystery, but will ex- 
plicitly say what it intends. In construing dif- 
ferent laws relative to the same subject, Courts 
of Justice inquire into the guiding policy of the 
Government by which those laws were enacted, 
and availing themselves of the light derived from 
that source they endeavor to harmonize their ap- 
parent incongruities. 

But this cannot always be done. And in such 
case the latest expression of the Legislative will 
if clear and decisive must prevail. 

It was denied by the complainants in the case 
above-mentioned that the State of Georgia could 
give authority to the East Tennessee and Geor- 
gia Railroad Company as a corporation of the 
State of Tennessee to extend their road into Geor- 
gia. But this is untenable ground. For it is the 
law of the land that a corporation of one State 
or country may make valid contracts in another 
State or country, provided their charter warrants 
such contracts, and there be no positive disabili- 
ty by statute for a corporation to make such 
contracts in the State where they are made. The 
fullest comity prevails, in this respect through 
the different States of the Union. This point was 
definitively established by the Supreme Court of 
the Uxited States in the case of the Bank of 
Augusta vs. Earle, 13 Peters 519. 

It was also objected that the Act of the Legis- 
lature of Georgia authorizing the defendants to 
extend their line into that State in consideration 
of a similar act passed by the Legislature of 
Tennessee giving a reciprocal privilege was an un- 
authorized compact between two States, and as 
such prohibited by the Constitution. 

But this was held only to apply so treaties of 
a political character. 

We subjoin a summary of the principal points 
decided by Judge Lumpkin in the case first above- 
mentioned. 

1st. In the year 1840 the Legislature of Geor- 

gia incorporated the complainants (by a 
name different from their present one) re- 
serving the right to repeal the act of incor- 
poration. In 1847 an act was passed grant- 
ing the right of way over the same route 
to the defendants. In 1849 the Legislature 
recognized the privileges granted to the 
said Company by the act of 1840 but re- 
pealed the clause in their charter reserv- 
ing the right to repeal the same. 

The act of 1847 repealed the act of 1840 
so far as the exclusive right of way was 
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concerned, because the former act is di- 
rectly repugnant to the latter. An affir- 
mative statute is a repeal by implication 
of a prior affirmative statute, so far as it 
is contrary thereto. 

The prohibition in the Constitution of the 
United States to the effect that “no State 
without the consent of Congress shall en- 
ter into any agreement or compact with 


another State or with a foreign power’’ is| tes 


political in its character, and has no re- 
ference to a mere matter of contract or to 
the grant of a franchise which nowise con- 
flicts with the powers delegated to the 
General Government by the States. 

The existence of a corporation as a party 
capable of contracting may be recognized 
by Courts other than those in which the 
charter was granted. 


3d. 





Report on the Lackawanna Coal Region. 

Professor Henry D. Rogers has made a detailed 
report on the geology and mineral resources of 
that portion of the Lackawanna Coal Basin owned 
by the Delaware, Lackawanna and Western Rail- 
road Company and the Lackawanna Coal and Iron 
Company. 

These lands are situated in the Lackawanna 
Valley, about 50 miles from the Erie Railroad at 
Great Bend, and contain, in all, about 5,000 acres 
of land in and about the town of Scranton. Of 
their extent, about 2,000 acres are covered with 
excellent timber, underlaid for a considerable 
portion with a bed of excellent iron ore. The 
other and more valuable part of the estate, con- 
taining about 3,000 acres, is wholly underlaid 
with coal. 

After giving a general view of the topographical 
features of the district in which these lands are 
situated, a description of the strata is given. 

The first and lowest in the order of stratification, 
is a thick series of gray sandstones, occasionally 
pebbly, and including beds of shale. This out- 
crops high on the inner slope and summit of the 
outer broad mountain ridge of each border of the 
Basin. The formation is several hundred feet in 
thickness; and is the lowest or oldest of our Amer- 
ican carboniferous strata, but in this part of the 
mountain chain of the country, contains no coal 
nor any notable amount of Iron ore. Some of the 
extreme South Eastern tracts of the Company’s 
estate, extend into this formation, where it forms 
the high mountain bordering the upper reach of 
the valley of Stafford Meadow Brook. 

Next in snecession, overlying the previous set. 
and outcropping to form the bench, or sometimes 
valley, which follows the inner slope of the outer 
or main mountain all round the Coal Basin, is a 
mixed group of strata, red shales in the inferior 
portion, gray sandstones and buff-colored slates in 
the middle, and a peculiar hone-like, very close- 
grained calcareous sandstone in the upper. It is 
among the layers of the lower or shale group of 
this formation that we encounter the interesting 
calcareous Iron ore of the Stafford Meadow Valley, 
now extensively mined there on the Lackawanna 
Iron and Coal Company’s lands, and largely smel- 
ted in the furnaces at scranton. 

Immediately over the fine-graired, hone-like 
sandstone of the top of the last Series, rests the 
coarse, massive, white and gray conglomerate, 
which constitutes the base or supporting member 
of the productive coal measures, or Upper Car- 
boniferous Series ; 

At Scranton, on Roaring Brook, the coarser rock 
is about eighty feet, and the finer grained, which 
is here quarried and makes a valuable, strong 
building stone, is about the same thickness. In 
some parts of the Anthracite coal region, and pos- 
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sibly in certain localities on the borders of the 
Wyoming Basin, indications exist of the presence 
of a bed of coal in the shales -which sometimes 
separate these two divisions of the conglomerate. 
This fact, and the identity in composition of the 
upper member with the coarser grits of the true 
coal measures, induce me to class it as a part of 
these, though, as it usually lies below any worka- 
ble coal, it may equally retain its place as a divis- 
ion of the congolomerate upon which it directly 
reposes, and into which it in many places gradua- 


The last and highest of the formations of the re- 
gion in the order of stratification, is the Coal For- 
mation proper. In the Wyoming and Lackawanna 
basin, this consists, as is well known, of coarse 
and fine-grained gray micaceous sandstone, pebbly 
in some of their beds; and of argillaceous sand- 
stones, shales, slates, and fire-clays ,some more 
siliceous and gritty, some more aluminous and 
smooth ; and between all these are interstratified 
beds of anthracite of all dimensions, from a few 
inches to many yards in thickness. All the coal 
seams, with one or two very local exceptions, 
yield either white or gray ashes, and as in the 
Pottsville and Shamokin basins, the coals of this 
character are overlaid by a group of beds, produc- 
ing red and brownish ashes such as are not here 
met with, it is fair to infer that in this Wyoming 
valley we have the representatives of only the low- 
er or White Ash Series of the other basins. 

It is impossible to estimate with precision, until 
researches now in progress are completed, the to- 
tal thickness of the coal measures in the deepest 
parts of the Wyoming and Lackawanna basin, nor 
to count with accuracy the number of the availa- 
ble beds of coal in those localities. For my pres- 
ent purpose, that of a general sketch of the geolo- 
gy and vast mining resources of this valley, it will 
be sufficient to state here, that exact measurement 
has already disclosed, in the vicinity of Wilkesbar- 
re, the widest and apparently the deepest portion 
of the coal field, the existence of from 1000 to 1,- 
200 or more feet of coal-bearing strata, and the 
presence within these of sixteen or eighteen separ- 
ate beds of coal; two or three of them being com- 
pound seams of great size, and about ten or more 
of the whole series being permanently of ample 
dimensions for profitable mining. This depth of 
the coal measures, and the number of the contain- 
ed coal seams grow less, of course, from the cen- 
tre of the basin towards its two margins, and also 
towards its two contracting extremities. 

In the immediate neighborhood of Scranton, a 
portion of the Coal Basin where the coal measu- 
res arn unusually well developed by natural fea- 
tures in the topography, and through the research- 
es directed by the companies, the coal rocks, 
counting from the upper surface of the Seral or 
lower conglomerate to the highest sandstones of 
the plateau South-west of Hyd» Park Village, 
disclose, upon careful measurements, an aggre- 
gate thickness of about seven hundred feet; and 
in this depth of strata the whole number of coals, 
large and small, amounts to no less than twelve, 
not estimating as separate seams any layers which 
might be regarded as subdivisions of compound 
beds. The assembled thickness of those twelve 
plates of Anthracite is not less than seventy-four 
feet, taking for some their mean, for others their 
minimum, dimensions; and the thickness availa- 
ble for market, under judicious mining, I would 
estimote at thirty-nine or forty feet. These ag- 
gregates, arrived at through careful personal ob- 
servation and many patient measurements, exhibit 
certainly an unusual amount of coal in so moder- 
ate a depth of strata, being nearly eleven feet of 
the former to each one hundred feet of the latter ; 
or of good salable coal, the high proportion of six 
feet to every one hundred feet of rock. The im- 
mediate and pg inference from this in- 
controvertible statement of thicknesses is, that 
here is a tract particularly eligible for mining by 
perpendicular shafts or pits, since the whole body 
of the coal measures, possessing generally but a 
gentle dip, may be perforated, and the coal reach- 
ed to the large amount above mentioned, by shafts 
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descending only a few hundred feet from the sur- 
face. An inspection of the appended column of 
the Scraton coal measures discloses the still more 
interesting fact, that in a depth of nomme than 
four hundred feet, starting with the third coal 
from the surface, or the five feet seam, found near 
the base of the hills, and ending below with the 
lowest included in my estimate as workable,—the 

- six feet bed or the third up from the bottom ,—the 
thickness of coal amounts to fifty-eight feet, of 
which the quantity available for mining may, at a 
prudent estimate, be computed to equal at least 
some thirty-five feet divided in seven different 
workable beds. These seven beds are equivalent 
to sustaining seven separate collieries, capable of 
delivering their coals to the surface through a sin- 
gle wide shaft, or better, through two shafts, 
neither of them more than four hundred feet in 
depth. 

In reviewing the descriptions of the coal seams 
comprised within the Scranton property, it will be 
seen that the general summary given in the earl- 
ier pages of this Report, to the effect, that ina 
depth of no more than four hundred feet of strata, 
rhe net thickness of coal available for market ex- 
ceeds some thirty-five feet, is here abundantly 
confirmed. But to bring out in a clearer light the 
remarkable productiveness of this portion of the 
lower coal measures as they present themselves 
near Scranton, I will assemble in a tabular form, 
the actual least thicknesses of the several coals 
within this bulk of strata, their net teickness of 
good coal fit for market, and the computed yield 
of such coal per acre from each bed. 





TABLE. 
Coals. Least thickness. Good coal. Yield of good 
per acre. 

K. 5 feet. 3 feet. 4,000 tons. 
I. shtees 4, “ 7,000 “ 
H. __ hee _ 12,000 “ 
G. 6 « 8 “ 5,000 Ty 
F. 92 « 9 * 16,000 “ 
D. 8 “ 6 ii 10,000 “ 
C. 6 ce 43 iii 7,000 ii 

54 feet. 374 feet. 60,000 tons. 


As a group, these Scranton coals are to be class- 
ed with the free-burning, white ash Anthracite, a 
very valuable variety, unithing the strength, or 
great heating power for which the true Anthracites 
are preeminent, with that readiness of kindling 
and activity of combustion, which distinguish the 
firmer semi-Anthracites, and which the densest 
and hardest coals do not possess. Both in struc- 
ture and composition the more ignitible of these 
coals hold a station apparently intermediate be- 
tween the most compact Anthracites nearly desti- 
tute of inflammable gases, and those more fissured 
and lighter varieties containing a notable amout 
of the carburetted hydrogen gases, and which I 
have elsewere denominated the semi-Anthracites. 
While the dryest and densest Anthracites include 
about three per cent. of their weight of inflamma- 
ble gases, and the semi-Anthracites, some seven 
or eight per cent., these Lackawanna coals, on the 
verge, as it were, of the class of Anthracites or 
flameless coals, possess an average as much as 
five per cent. of these free burning elements. And 
so, again, in respect to the structure of these coals. 
In the hardest and dryest Anthracites, the beds 
are imperfectly and irregularly jointed, the fitssur- 
es being few and wide apart; and on the other 
hand, in the semi-Anthracites, these crevices are 
parallel aud very close together, averaging two or 
three in an ince; but in this group of the less 
dense and quiker kindling Anthracites, the joints, 
though regular and parallel, are intermediate in 
degree of frequency, not occurring oftener than 
once in every two or three or four inches. Asa 
large proportion of these natural fissures commence 
and end within the same band, they permit the 
coal to be hewed and transported in chunks or 
massive and as solid as need be desired, while 
they impart to the coal, when intentionally broken 
up, a prevalence of the square or cubical shape. 
This feature seems to be attended with at least 
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two decided advantages : one is, that it assists ma- 
terially the closer stowage of the fuel, an element 
of much importance in ocean navigation: and the 
other is, that it facilitates the kindling and ready 
burning of the coal, by the multiplicity and sharp- 
ness of the corners and edges exposed to the heat 
and the current of air during combustion. 

In point of purity or freedom from earthy mat- 
ter, these coals of the vicinity of Scranton will 
compare favorably with the beds of the correspon- 
ding lower white ash group of the Lackawanna 
and Wyoming basin generally, and indeed, with 
the better class of Anthracites anywhere through- 
out the coal region. Analysis shows that the por- 
tions which are mined for transportation, contain 
not more than six or eight per cent. of ashes, and 
this, it is well known, is a low proportion for mer- 
chantable Anthracite coals. The eathy residue of 
these coals, being of the kind called white ashes, 
consisting chiefly of silica and alumina, and con- 
taining but little alkali, lime, or oxide of iron, and 
being capable therefore of withstanding a high 
heat without melting, or more than softening into 
a spongy cinder, are exempt from the serious de- 
fect of producing the hard, stony clinker caused 
generally by the red ash, and often by the so-cal- 
led grey ash Anthracites. 

The proportion of solid carbon,—the amount of 
which in coals, from the best practical researches 
on fuel, must be accepted as very nearly the meas- 
ure of their absolute heating strength,—is, in the 
instance of these Scranton Anthracites, about eigh- 
ty-seven to eighty-eight per cent. of the whole 
mass, a ratio only about two per cent. less than 
distinguishes the dryest or least gaseous varieties 
in the Lehigh coal fields, while the difference is 
amply compensated for in the gain of this amount 
of ignitible, inflammable gases—hydrogen and 
carburetted hydrogen,—which serve materially to 
increase the promptness of kindling, and rapidity 
of burning, or the total amount of heat evolved in 
a given time. 

These Scranton coals, in their comparative pur- 
ity or freedom from earthy matters, and Jarge a- 
mount of carbon in their possession of a moderate 
density and some free inflammable gas, and in 
their square mode of fracture, combine in a high 
degree the three chief essential attributes of a su- 
perior fuel, namely, great absolute heating strength, 
quick ignitibility or activity of combustion, and 
the power of packing closely. Other coals may 
surpass them in some one of these qualifications 
to a small extent, but I doubt if, on a fair experi- 
mental comparison of properties, any will be found 
to combine a larger total of efficiency in all these 
several ways. 

With a view to exhibit more distinctly the ex- 
cellences of the class of free-burning white ash 
Anthracites, such as these I have above described, 
I will conclude this Essay, with a condensed sur- 
vey of the principal qualities essential to a good 
fuel for producing steam, or for domestic uses :— 
1. It should possess great actual heating pow- 
er. 
2. As far as consitent with the foregoing, it 
should kindle quickly, and burn fast, generating 
the largest amount of heat in the shortest time. 

8. Its earthy matter should be small in quantity, 
and difficult to fuse ; it will thusmake noclinker,de- 
mand but little raking of its fires, and undergo but 
little waste in consequence. 

4, It should contain but litile sulphur. 

5. The violatile ingredients of the coal should 
be free inflammable gases, not bituminous matters 
forming smoke ; and they ought to be barely abun- 
dant enough to assist rapidity of combustion, as 
the larger the proportion of fixed carbon, the great- 
er seems the heating power. 

6. They should not be too tender on the fire, 
nor yet too refractory; a certain tendency to fall 
to pieces spontaneously while burning, but not an 
over amount of this, is a great desideratum, as it 
confers activity and steadiness of combustion ; too 
much of impedes combustion by increasing the 
friction of the air passing through the fire. 

7. The lower the temperature at which an An- 
thracite will kindle and maintain itself burning, 





the more manageable, more active, and more econ- 
omical will it prove. 

8. The better a coal unites the tenacity neces- 
sary for economical transportation, with this me- 
dium amount of frangibility on the fire, the larger 
the effective result of a given quantity, from the 
time it leaves the mine. 

9. And the greater the aggregate of positive 
heating power, rapidity of combustion, and com- 
pactness of stowage compatibly assembled in a 
coal, the nearer does it approach the ideal stand- 
ard of a perfect fuel. 

Respecfully submitted, 
By your obedient servent, 
HENRJ D. ROGERS, 
Boston, Jan. 21st, 1854. 





Ogdensburg and Vermont Central Railroad. 

Three Directors of the Ogdensburg Railroad 
have resigned, and Mr. Lee, the President of the 
Vermont Central Railroad, has retired from that 
office, and Mr. John Smith of St. Albans, (Pres’t 
of the Vermont and Canada Road,) has been 
chosen in his stead. Mr. Smith has also been re- 
elected Trustee of the Vermont Contral Road, 
under its first mortgage. The Ogdensburg Direc- 
tors who retire are Messrs. Livermore, Conant and 
Hendeo, and their places are filled by Messrs. John 
Smith, Joel W. White of Norwich, Conn., and 
Col. John H. Peck of Burlington. 





Annual Report of the Pacific Railroad to 
the Stockholders. 


Orrice Pacirio Ratroap, 
St. Lowis, March 27, 1854. 

In conformity with the requirements of the 
charter, the Directors of the Pacific Railroad sub- 
mit to the stockholders an exhibit of the condition 
and affairs of the company, for the year ending 
the last Monday of March, instant, 

1. The amount of capital stock subscribed to 
this date is $2,382,650. 

2. All the stock subscribed on the first division 
has beeu called in, 70 per cent. of that on the sec- 
ond division, and 10 per cent. of the subscriptions 
on the third and fourth divisions, west of Jefferson 
City. Of these calls $1,202,967 50 has been paid. 

he amount unpaid of the whole capital subscrib- 
ed is $1,179,682 50. The number of shares for- 
feited for delinquency is 205, amounting to $20,- 
500. : 
3. The amount of Bonds received from the 
State is $1,350,000. Yet to be issued for Kansas 
line, $1,650,000. For South-western Branch, $1,- 
000,000. 

4. The total amount expended by the company 
to the 10th of March, in construction, is $2,644,- 
437 86. The total amount actually expended for 
all purposes, is $2,780,699 26. 

5. The floating indebtedness of the company, 
including bills payable, amounts to $111,140. 

The funded dehkt, exclusive of State Bonds re- 
ceived, is $90,000, being six per cent. bonds, pay- 
able in twenty years, issued in purchase of depot 
lands in the city. 

6. The first division of the road, extending 
from St. Louis to Franklin, 88 miles, was so far 
completed as to admit of the passage of a train 
over it on the 19th July, 1853, and on the 28d of 
the same month, the division was opened for bu- 
siness, since which period daily trains have been 
regularly running, carrying freight and passen- 
gers. ‘ 

7. The second division was put under contract 
early in May, 1853, and work on the line from 
Franklin to Jefferson City, eighty-eight miles, 
generally commenced in August. 

8. The actual amount of receipts and expendi- 
tures (apportioned) tothe 10th inst., appears in 
the balance skeet hereunto annexed, But a gen- 
eral apportionment of the expenditures and esti- 
mate of nnexpended means of the company, with- 
out reference to the South-western Branch, is as 
follows : 


For construction, first division. .... $1,554,455 00 
For construction, rolling stock..... 144,709 87 
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For construction, 8. W. Branch, in- 





cluding expenses of land grant.. 55,176 50 
For construction, real estate....... 179,563 77 
For construction, Iron Mountain 

BE edhe secve vkeg avec 1,853 58 
For construction, second division 

and surveys to Kansas.......... 708,679 24 

Total expended in construction 
and real estate.... ......06. $2,644,437 46 
Materials on hand unapplied....... 71,045 11 
Transportation expenses. $41,036 69 
Interest charged to trans- 
portation............ 24,180 00 
—-——- $65,216 69 


Total expenditures......... ..$2,780,698 26 
MEANS UNEXPENDED, 
Stock subscription to 
be collected.... .. . $1,179,682 50 
Balance in hands of 


officers........ 201,185 39 








$1,380,867 89 
State Bonds not yet 
1,650,000 00 


called for 
$3,030,867 89 
The portion ‘of land 
grant applicable to 
Kansas line is 127,- 
000 acres, at $5 per 
ACTC, 18.20. eve. ce 


eeee eeeee 


635,000 00 
$3,665,867 89 
THIRD AND FOURTH DIVISIONS. 

These divisions comprising that part of the line 
lying between Jefferson City and the terminus in 
Jackson County, are advertised for proposals for 
contract to be receive in May next.. A party of 
engineers are now in the field making the final lo- 
cation. This part of the line, being in a prairie 
country, will admit of comparatively cheap and 
prompt construction. The Board have authorized 
the issue of $2,500,000 of 7 per cent. convertible 
bonds, to be secured by mortgage of this line of 
road, in the belief that a negotiation at fair prices 
of such amount of bonds will be sufficient to open 
the road to Independznce. Of the land grant 
127,009 acres are found to be due to this line of 
road, and that quantity of the located and select- 
ed land will be set apart to aid in its construc- 
tion. 





SOUTH-WESTERN BRANCH. 


The final surveys of the past season resulted in 
a considerable shortening of this line. The length 
of this branch, as located from Franklin to the 
State line, is 271 17-100 miles. A copy of the lo- 
cation of the entire line, from St. Louis, has been 
filed in the General Land Office. By authority of 
the Board of Directors, the President closed a 
contract with A. 8. Diven & Co., on the 14th inst., 
for the construction of this entire branch, on terms 
which are deemed favorable. It was determined 
to cancel the former mortgage and all bonds issued 
under it, and to issue a less amount of bonds, not 
exceeding nine millions, and mortgage the South- 
western Branch Railroad only, together with one 
million of acres of land, subject to the prior lien 
of the State for $1,000,000. The acceptance of 
the State bonds and the procurement of the $500,- 
000 private subscription, requisite to obtain it, 
are deemed vitally necessary to the successful 
prosecution of this enterprize. The construction 
bonds of the company, six-tenths convertible, 
will be received by the contractors at par. The 
first division, 78 miles, they agree to finish in two 
years from 1st of May next; the second division, 
105 miles, in three years, and the third division 
of 88 miles in four years, the company reserving 
the right to terminate the contract at any point, 
20 miles or less, east of the State line, 

THE LAND GRANT, 


As agent for the State, the President of the 
company has succeeded in getting the land grant 
adjusted in much less time than has been uusual- 





ly employed in similar service. The quantity ob- 


tained also is but about 25,000 acres short of six 
sections for each linear mile of road. The quanti- 
ty absolutely granted of all vacant land by even 
numbered sections within six miles of the road, is 
762,607.51 acres, and the quantity selected out- 
side of the six mile limit, and within fifteen miles, 
in lieu of those sold within the six miles, is 395,- 
852.84 acres, making a total of 1,158,459.85 acres. 
The quantity due to the first division is 127,000 
acres, of which 8,050 acres was found within six 
miles; 23,500 acres selected within fifteen miles, 
and the remainder, 93,650 acres selected of superi- 
or lands in the south-west. 

The selected lists required the approval of the 
Secretary of the Interior, which they received on 
the 14th of March. While the grant was absolute 
and vested in the State, all vacant lands, by even 
numbered sections, within six miles of the road, 
and of which no act of the agent or of the land 
officers could direst the company; yet the great 
body of the selected lands outside of that limit 
were placed by choice among the fertile plains of 
the south-west. Within the six mile limit are, 
doubtless, many pieces of great va'ue; some, 
perhaps, near the starting point, or eastern termi- 
nus of the road ; others, adjacent to towns ; others, 
containing mineral deposits, while the general 
character of the selected lands wili probably 
prove of a better grade than has been generally 
apprehended. 

There is, therefore, more than ever, occasion to 
infer that these lands have not been over-estima- 
ted. Steps shonld be immediately taken to class- 
ify these lands, and to affix values to them, below 
which they should not be sold as long as a con- 
struction bond is outstanding, and only sold for 
bonds or for cash, to be applied in redemption of 
bonds. An Assistant Engineer has been detailed 
to assist the State Geologist in making a geological 
reconnoissance of the route on which these lands 
lie. By judicious management it is believed that 
the lands will redeem the construction bonds, and 
being a free gift, will bestow the South-western 
Branch Railroad, without cost to them or the 
stockholders. 


The total expenditures, including cash on hand, 
amount to $2,981,884 65. The receipts have 


been as follows: 
RECEIPTS. 

Capital stock subscriptions........ $1,202,967 50 
Capital stock paid up............. 126,100 00 
P. R.R. Depot Bonds.... .... .20- : 90,000 00 
Eee DURDEN, 6 cu ccoe. caus sduwcce 49,904 47 
State of Missouri, (in bonds)...... 1,350,000 00 
Premium on bonds............... 48,473 55 
PMMINE ROMGi555 6. Casa «cas sednoees 61,235 32 
Income from rent........ $323 00 

3 ** passengers.. 40,039 75 

“ “ freight (ex- 


clusive of business done 
for the company, a- 
mounting to over $15,- 
000 which is charged to 
construction)......... . 12,087 73 


52,400 48 
pT rE Ce ree 


852 32 


$2,981,884 65 
Respectfully submitied on behalf of the Direct- 
ors. 


THOMAS ALLEN, President. 
The following is a list of Directors, chosen for 
the present year: 


Thomas Allen, 

Hudson E. Bridge, 

James E. Yeatman, 
Luther M. Kennett, 
Henry L. Patterson, 
Edward Walsh, 

J. B. Brant, 

A. H. Glasby, 

John C. Rust, 

R. M. Renick, J 
David P. Waldo, Jackson, 


L St. Louis. 








George R. Smith, Pettis, 





Memphis and St. Louls Railroad, 

We are gratified to learn that a company has 
been incorporated under the general law of the 
State of Arkansas, by the above name, and con- 
sisting of such men as Geo. W. Underhill, Rhea 
Wallace, and Wm. A. Jones, of Arkansas, and L. 
M. Kennett, E. M. Ryland, J. H. Lucas, and Wm. 
M. Morrison, of St. Louis, and Amos Woodruff, 
Miles Owen, W. A. Bickford, Thomas Peters, 8. P. 
Walker, D. B. Turner, R. C. Brinkley, E. H. Por- 
ter, Samuel Tate. Robertson Topp, J. T. Swayne, 
C. B. Guthrie, James Elder, A. M. Hopkins, A. 0. 
Harris, I. N. Burnett, John Overton, Q: C. Atkin- 
son, and H. C. Walker, of Tennessee. 

We learn that on the 18th ult. the gentlemen 
constituting the Board of Commissioners, met and 
elected E. H. Porter, Esq. President of the Com- 
pany, and chose a Secretary for the Board. 

The object of this Company is to construct a 
railroad to connect Memphis with St. Louis, by 
supplying the link of some eighty or one hundred 
miles between the terminus of the I: on Mountain 
Railroad, at or near the Missouri and Arkansas 
State line and this city, thus completing an air 
line connection between St. Louis, Memphis, and 
New Orleans, and connecting St. Louis, via Mem- 
phis, with the other southern and southeastern 
cities, over the roads pointing to them from this 
city. 

The importance of this enterprise to all the 
cities named, and most especially to St. Louis, 
must ensure its construction, sooner or later, whilst 
the country to be traversed, as known to those 
acquainted with it, furnishes every advantage that 
could be desired; making the cost of construction 
the cheapest possible for a railroad, and the hands 
into which this enterprise has fallen are an ample 
guaranty that the work will go forward with en- 
ergy and certainty, and be executed in the short- 
est time possible. And this result will be hasten- 
ed by the wants of trade, not to say the necessi- 
ties of the cities concerned.— Memphis Eagle. 





Tilinois Central Railroad. 
The late annual report of this company shows 
its receipts up to the present time, to have been 
$13,664 756 21, viz: 


PREECE OE COPPER TOCES B® EEE $809,050 00 
Construction Bonds issued to Con- 

tractors and others............. 1,100,000 00 

Subscriptions to....$4,000,000loan 2,016,000 00 

" to.... 3,000,000 “ 2,811,500 00 

i to loan of ’54 310,000 00 

Instalments on....... 4,000,000 “ 349,109 07 

“on... ... 3,000,000 ‘ 378,818 48 

Ooi  Qeae cat 5,000,000 “ 38,764,997 78 

“ on loan of Feb. 7,1854 345,184 44 

To parties on Special Contract...... 699,000 00 

Exchange, Interest, &c............ 104,982 78 

Bills and Accounts Payable........ 1,476,163 66 





Total Receipts to March, 1854... . $13,664,756 21 
For which sums bonds are to be issued. 


The expenditures have been: 


Charter expenses prior to the or- 

ganization of Company.......... $51,299 00 
Company Expenses, Salaries, Coun- . 

sel Fees, &c. &c......... ec areens 230,685 42 
Land—Land Damages, Right of 

Way, BC. 0.20 csccncsccnccoee sees 620,570 06 
Engineering—Surveys, Maps, Pro- 

files, dens dionin sn 06 peer nf caewws 295,952 11 
Construction Account—Graduation, 

Masonry, Bridging, &c. .&c..,.... 6,523,824 62 
Iron Rails, including Transportation 

to Illinois.... .... -.+- sees. ses. 2,858,202 00 
Equipment—Engines, Cars, &c..... 733,872 12 
Commissions ...... 060+ ads eese eeee 291,429 238 - 
Interest—Balance of Interest Ac- 

COORD cn sdneVerMiaieen nests --. . 249,971 83 

Total Expeditures.......+.- $11,855,306 39 

Cash on hand..... ..$463,999 16 
Bills and Accounts Re- 


ceivable..., .... ...1,845,460 67—$1,809,449 82 
The engineer reports that the whole length of 















laid 270 miles; miles of grading finished, 601,51 ; 
and miles of grading unfinished, 102,49. There is 
no track laid from the 112th to the 204th mile ; 
ner from the 582d mile to the Northern terminus 
of the Road. 

SE 2 2 RE TCE ELT 
American Rallroad Journal. 


Saturday, April 8, 1854. 


Back Numbers of the Journal. 

Those who wish back numbers of the JournaL 
for binding are requested to order them at once, 
as we shall be able to supply them but a few 
weeks longer. 

We ean furnish Bounp Vouumes for any or all 
years complete since 1881—price $5—per year. 

Our Raitway Map in sheets will be sent by mail 
to any address on the receipt of $1.00—price on 
rollers $2.00. 

We have a few copies of Mr. Jounson’s valua- 
ble work on the Northern route to the Pacific— 
price by mail $1—with maps. 

















Stock and Noney Market. 

The declire in stocks continues under the war 
news from Europe, particularly since the arrival 
of the last steamer. Opinions differ as to the 
probable effect of an European war upon this 
country, but it appears to us certain that the 
drying up of the fountains of European prospe- 
rity, must exert a strong influence over own. 
Capital consumed in war, would otherwise have 
come to this country. If the means of our Eu- 
ropean customers are diminished, they must cur- 
tail in an equal degree their purchases of our 
staples. It is very possible that our commercial 
marine may be called upon to do a heavy car- 
rying trade, and that a temporary demand may 
be created for bread stuffs, but the profits de- 
rived from these, must be slight compared with 
what our people must lose in other directions. 

The earnings of our railroads for March con- 
tinue to show a Jarge increase over the past 
year. As far as heard from they are as follows: 


1854. 1853. 
New York and Erie......... $476,316 $371,499 
Michigan Southern.......... 149,395 87,144 
C eveland and Toledo........ 70,782 44 855 
New York and New Haven... 68,130 60,555 
Rock Island and Chicago..... 74,700 new. 


As might be supposed, there is little doing in 
Bonds. Orders from Europe are light, and under 
the present state of things, our own people are 
cautious about making any movement that shall 
create a liability. There can be no dowbdt that it 
is the policy of al! Railroad Companies to curtail 
their expenses as rapidly as possible, and place 
themselves in a condition to weather the storm. 
Those that are in port had better remain where 
they are. By doing so the country may avoid 
any disastrous shock in consequence of the state 
of affairs in Europe. Our object should be to 
have neither political nor commercial complicity 
with them. In this way we may escape any seri- 
ous disasters, though we may not make the mate- 
vial progress which we should, were the whole 
world prosperous with ourselves. 


Consolidated. 
The Fall River Railroad Company have voted 
to unite with the Old Colony Railros d, by a vote 
of 2667 yeas, to 2442 nays, 
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‘Railway Share List, 





Compiled from the latest eaharnenscstvenies every Wednesday—on a par valuation of $100. 





















































E 4/82 | ele 18 
‘ ) a H&S | Se Bl | 5/8 
fo 2 | 68 | Se ide | de leie 
NAME OF COMPANY. 2 = 28 Re. = a|% 
” 3 o Su [ats | ge | 3 8 
=| & 5 24 |885| s4 |E\z 
=| 6 fa = o Zi aol 
Atlantic and St. Lawrence. .. Maine.|/150} 1,538,100} 2,978,700] 5,150,278] 254,748] 118,520;none| 83 
Androscoggin and Kennebec.. ‘“ | 55] 809,878) 1,016,500) 2,064,458) 140,561) 80,053/none 30 
Kennebec and Portland...... “ | 72} 962,621) 29/,80 | 2,514,067) 168,114] 100,552\none} 41 
Port., Saco and Portsmouth.. “ | 51| 1,855,500) 128,884) 1,459,884| 208,669)........ 6 | 97 
York and Cumberland,...... “ | 20| 285,747; 841,100) 718,605) 28,946) 11,256\none} 24 
Boston, Concord and Montreal. N. i. 93| 1,649,278 622,200! 2,540,217) 150,538) 79,659\none! 30 
NS DSS 85| 1,485,000! none. | 1,485,000] 805,805) 141,836, 8 {107 
IY S055 eves dbue.cces'as “ | §4| 2,078,625} 720,900) 8,002,094) 287,768} 55,266) 5 | 36 
SE Sutin boing dst 0090 08 : 82 eae $end sutegineen¥ sae 828,782) 163,075 : oo 
Manchester and Lawrence.... ‘ BA) TEEN 58's 0. thd ssikcg > onsen |s'bns ace 1hees eube 
Nashua and Lowell......... * | 15) 600,000! none 651,214] 182,545) 51,513 8 {108% 
Portsmouth and Concord.. wi PTE 26 os. 006d idea a bared poe ada waaudenec Sake none “ts 
Sullivan.. WK Mo Ee te or 500) 02. cece feces cove none 
Connecticut and "‘Passumpsic. . Vt. | 61) 1,097,600| 550,000) 1,745,516).... ....|..++ wees one! 26 
SE ose) sign skes 5446 08 1/120} 2,486,000} 2,429,100) 5,577,467| 495,897) 266,539\none| 9% 
Vermont Central......... “ 1117] 8,500,000) 3,500,000)12,000,000|.... 2... |..+- seen] eeee 124 
Vermont and Canada........ “| 47| 1,500,000)......... 1,500,000|Leased to|the Vt. Cjent. | 97% 
Western Vermont........... “ | 51} 892,000) 700,000)......... Recently jopened. |none}.... 
Vermont Valley .... .... .++ 1 BAT cece cecalocccccecc|ccees cece|scen cecelecce esos none}.... 
Boston and Lowell hie adnan op Mass.| 28} 1,830,000)......... 1,995,249] 888,108] 180,881) 7 | 90% 
Boston and Maine........... «| g3| 4.076,974| 150,000, 4,092,927| 659,001| 888,215) 7 (208 
Boston and Providence...... “ | 63] 8,160,390, 890,000) 3,546,214) 469,656] 227,484, 6 | 82 
Boston and Worcester....... “ | 69) 4,500,000) 425,000) 4,845,967| 758,819] 331,296) 7 (100 
Cape Cod branch...........  “ | 28} 421,295) 171,800) 638,906) 60,743) 30,056) 2 40 
Connecticut River........... “ | 52) 1,591,100! 193,500} 1,801,946] 229,004) 72,028) 5 | 56 
BN i5i5 4s ce cone cba ves “ | 75] 2,850,000| 500,000) 8,120,391] 488,793) 241,017; 7 | 854 
ok OR Ae “ | 42) 1,050,000) none. | 1,050,000} 229,445) 99,589) 8 | 97 
ETE TTR ORT “ | 66] 3,540,000 112,305) 3,623,073| 574,574) 282,787| 6 { 86+ 
New Bedford and Taunton... ‘“ | 20} 500,000! none. 520,475| 164,230) 48,950, 7 {117 
Norfolk County............. “ | 26) 547,015 19,748) 1,245,927| 67,251) 23,415)none| 68 
SN ry sbingnud icc « | 45] 1,964,070, 282,300] 2,293,534] 374,897) 122,816:none 100 
Taunton Branch............ «| 12} 250,000) none. 807,186} 137,406; 24,399) 8 |... 
Vermont and Massachusetts.. “ | 77| 2,140,536 1,001,500) 3,203,888) 218,679) 18 648 none} 194 
Worcester and Nashua....... «| 45] 1,134,000 171,210) 1,321,945) 162,109) 66 '900 4 | 62 
ON stele <i hnsvnens-6% « |155] 5,150,000) 5,319,520| 9,953;759|1,525,224| 746,736 7 | 98 
Stonington........ cs. eee. MS, FOE cae cucah Meena axed 240,572| 110,892)....| 70 
Providence and Worcester... “ | 40 1,457,500, 800,000 1,791,999] 291,417} 120,892) 6 | 99 
iid) ahs Snin Kink veses Conn. 45) 922,500 500,000) 1,400,000)... ....|...+ ».+. 4 | 66 
Hartford and New Haven.... “ | 72) 2,350,000, 800,000 yen ee ie a 125 
SOUNONIIG 5 oss since. v00e.n0e8 we een eee 2,500,000} 3829, none} +--+ 
Hartford, Prov. and Fishkill.. ‘“ | 50] ........|......++.|Jm progres} 69,629]........ ems sees 
New London, Wil. and Palmer “ | 66) 558,861) 800,000) 1,511,111) 114,410)........|.... 89 
New a New Haven... “ | 61/ 8,000,000) 1,641,000) 4,978,487| 806,713) 428,173 ; 1004 
Err ee “| 62) 926,000; 440,000)......... 09 0000 |008e.n0¥0 tees 
New London and New Haven. “ | 55| 750,500! 650,000! 1,880,610 Recently opened. |none| 40 
Norwich and Worcester...... | 54) 2,121,110! 701,600) 2,596,488] 267,561) 116,965, 4 | 56% 
Buffalo and New York City.. N. Y.| 91) 900,000) 1,550,000) 2,550,500 Recently opened, jnone}.... 
Buffalo, Corning and ade | digg aan IN PFOSTCS) 00.00 ccveieces oes none| 65 
weer and ot — cas “ os 879,636} 872,000 Rennes Recently jopened 130 
anandaigua and Niagara F.. “ | BO) ........).eee eens TD PFOgres].... ceceloces cove seseleeee 
Canandaigua and Elmira..... “ | 47| 425,509! 582,400 987 627 76,760| 89,860!none| 68 
Cayuga and Susquehanna.... ‘ | 85) 687,000) 400,000) 1,070,786) 74,241) 28, 496|none|.... 
Erie, (New York and Erie)...‘ |464/10,000,000/24,003 865 33,070,863)/4,318,962)1 ,800, 181) 7 | 72% 
Hudson River.... .......... “ \144) 3,740,515) 7 1048, 395' 10,527 654) 1,063,659 338,783 none! 65 
Harlem ........ “ 180] 4,725,250, 977,463) 6,102,935] 681,445) 824,494) 4 | 54 
Long (See « | 95 1,875,148) 516,246) 2,446,391) 205,068) 44,070" ne) 32 
New York Central ......... (604/25,085,600) 10,778,828) 33,859,423) .... 1... ).eee wees i108 
Ogdensburgh (Northern)..... “ 1118) 1,679,969) 2,969,760) 5,133,834) 480,137) 195,847 | 25 
Oswego and Syracuse........ « | 35] ‘350 000 201,500 607,803) 90,616; 43,609 | 70 
Plattsburg and Montreal.... ‘ | 23) 174 1042 131 000, 349,775/Recently jopened. |none).,.. 
Renssejaer and Saratoga.... ‘“ | 25 610,000 25,000) 774,495) 218,078) 96,787|..-.).... 
Rutland and Washington..... “« | 60 850, 000; 400 000 1,250,000)/Recently jopened. |.--.|.... 
Saratoga and Washington. . “| 41 899, 800) 940,000 1,832,945) 173,545) 135,017)none! 30 
Troy’ and Rutland........... “« | 82 237,690 100,000; 829,577|Recently jopened. |....| 33 
Troy and Boston. . oss “ | 89; 480,936 700,000) 1,043,857|/Recently jopened. jnone).... 
Watertown and Rome...... “ | 96 1,011,940 650,000) 1,693,711) 225,152) 116,706] 8 | 96 
Camden and Amboy......... N. J. | 65) 1,600,000|......... 4,827,49°/1 388,885) 478,413)10 (148 
Morris and Essex...........  “ | 45] 1,022,420) 128,000) 1,220,825) 149,941) 79,252) 7 |.... 
New Jersey eoe see it ae a 197 (840 476 ‘000 8,245,720) 603,942) 816,259110 (181 
New Jetvey Central. Urey “« | 68 '986, 106! 1 500 000 2,879,880} 260,899] 124,740 3 |.... 
Cumberland Valley......... . Penn,| 56 1, 184, 500, («18 000 1,265,143; 118,617; 76, 890, 5 |... 
Erie and North East......... «| 90) "600 000 sabd scales 750,000|Recently opened. vee, (125 
Harrisburgh and Lancaster... “ | 36 880, 100! 713,227) 1,702,623) 265,827) 106,820) 8 | 55 
Philadelphia and Reading.... ‘“ | 95) 6, 656, 332/10,427 800 17,141,987/2,480,626 1,251, 987| 7 | 77% 
., Wilmington and Balt. “ | 98 5,000,000 2,399,166 8,067,285' 868,038 641,769'5 | 7% 
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Compiled from the latest retwrns—correcte ngineers 
d Wednesda = and name 
aie y—on a par valuation of $100. We are pleased to ve ~ rere 
a learn that E. Nucent 
: 34 3 mc = . — | Civil Engineer, has , Esq., 
A) = & & A] recentiy established 
NAME ; a = = z a & FE p> |S é in Cleveland, Ohio, for red a College, 
OF COMPANY. 3] & = se |§S Gs || 2 |ing young gentl the purpose of instruct- 
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The Ratiroad Record on the Cost and Pro- 
ductivencess of Western Railroads, 

Some weeks since, the Railroad Record in a 
long article on the cost and productiveness of 
Western Railroads, expressed the opinion, that 
were eight railroads constructed between the Scio- 
to River and the Indiana State Line, running 
North and South, they would pay 114 per cent. 
on their cost. To make out a case, the Record 
showed that between Narragansett Bay and the 
Hudson River, there were 8 railroads, earning, as 
was stated, 54 net, upon their cost. If such 
roads, running through a comparatively unpro- 
ductive country, could earn 54 per cent., the Re- 
cord claimed that an equal number in Ohio, oc- 
cupying an equal area and running in similar di- 
rections, would earn 114 per cent. neé upon their 
cost. The following was the Record’s mode of 
reasoning— 

“Here then,” (in the territory between Narra- 
gansett Bay and the Hudson) “‘are eight railroads, 
on a breadth of 140 miles, running in the same 
direction, through a very poor country, in an agri- 
cultural aspect, yielding, (under generally bad 
management,) 5} per cent. net income, with a 
moral certainty, that if no more are made, they 
will pay six or seven per cent. Even there, then, 
there are not too many railroads. 

Now, let us try to get a parallel in Ohio. If we 
were to make eight railroads, between the State 
Line of Indiana and the Scioto River, ail of them 
running to the Ohio River; with a sort of twist to- 
wards Cincinnati, it’ would be a similar case. Let 
us imagine, (if they were made,) what they would 


cost and yield: 
Cost of 8 such roads in Ohio.. $17,000,000 
Gross receipts.............-.. 5,000,000 
Gross expenses........... 00. 3,000,000 
Net income............+.... 2,000,000 
TIOb DEP MCN. 0.0.00 0.0.00, 060050% 08 11} 


We pronounced the above cstimate to be al- 
together exaggerated. The Record in reply to our 
comments, talked about anything but the point 
under discussion. We insisted that the Record, 
(which, finding itself in a tight spot, shuffled the 
true issue), should meet the case squarely, and 
either reiterate its former statement, or back out, 
Finding it had no alternative, it answers as 
follows. 

“There are now in exactly those limits seven 
railways, all doing well, and to these will soon 
be added two more, viz: 

1. The Hamilton, Eaton and Richmond; 2. The 
Hamilton, Dayton and Ventral; 8. The Dayton 
and Greenville; 4. The Dayton and Mad River 
line ; 5. The Little Miami, Xenia and Columbus; 
6. The Wilmington and Circleville; 7. The Hills- 
boro’, &c. 

These are all running roads, and to them must 
be added, in a very short time, the Ohio and Mis- 
sissippi, the Western, and the Fort Wayne, in 
part. Except the small portion in which some of 
them unite near the city, they are distinct roads, 
and they will have five or six distinct depots in 
the city. Practically, there will not only be eight 
but ten railways, besides two or three cross lines 
not mentioned, running between the Scioto and 
the Indiana State line. The question asked of us 
is simply whether we believe these roads will pay 
ten per cent, dividend? To this we reply at once, 

will; and if they do not, we will consent to 
be told that we know less about what we are 
talking than the Journal—a scale of estimation 
sufficiently low.” 

In the first extract quoted from the Record, the 
eight roads between the Scioto and the Indiana 
State Line, were aii to run to the Ohio. The Re- 
cord now enumerates seven of the roads then ré- 
ferred to. Of these the Hamilton and Eaton 


terminates at Hamilton; the Dayton and Green- 





ville, and the Dayton and Mad River, at Dayton. 
The Hiilsboro’ no longer exists as an independent 
line, being merged with the Cincinnati and Ma- 
rietta. Neither this, nor the Wilmington road, run 
within about 80 miles of the Ohio. For ought 
now appears, the arrangements which they have 
with the Little Miami, their trunk line ¢o the Ohio, 
may be made permanent. 

As yet, there are the Little Miami, and the 
Cincinnati, Hamilton and Dayton, only ¢wo roads 
in the district where eight were to pay ten per 
cent. net, upon their cost. It is not certain that 
the other line enumerated, will ever be carried 
to the Ohio by their own lines, It may be stated 
with reasonable certainty that four will not. Yet 
the Record would lead a person unacquainted with 
the facts to suppose that the seven roads enume- 
rated are all in actual operation to the Ohio! 

If here is not a precious piece of consistency, 
we should like to know where we are to find one. 
Certainly it appears to us that no person who has 
not lost his wits, or who never had any, would 
make such an exhibition of himself before his own 
neighbors, by which he necessarily forfeits all con- 
fidence in the soundness of his judgment to say 
the least. Au ordinary memory even, would have 
told him, that there was no relation whatever, be- 
tween the evidence, and thing to be proved. 

The eighth road within the territory described, 
is the Ohio and Mississippi! The portion of this 
road east of the Indiana State Line does not run to 
the Ohio. And more than this, it runs in exactly the 
opposite direction to the 8 roads that were to earn 
11} per cent. as is mainly the case with the Wil- 
mington and the Marietta and Cincinnati Roads. 
But enough of this. We cannot in conscience 
pursue the discussion further out of pure regard 
to the interests of our cotemporary. We are un- 
willing to allow it additional opportunities of dis- 
gracing itself before the public. We desire to see 
it flourish, and become a useful paper to Western 
railroads. But to become such it will have to 
pluck “a few feathers from the wings of its ima- 
gination and stick them into the tails of its judg- 
ment.”. Indiscriminate puffing and bragging is 
not the way to secure favor to Western projects, 
however good they may be. 





Franklin Canal Company’s Railroad. 

The following bill for the disposition of the 
Franklin Canal company’s Road is before the Leg- 
islature of Pennsylvania; 
An act transfering the late Franklin Canai Rail- 

road to the Sunbury and Erie Railroad Co, 

Section 1. Be it enacted by the Senate and 
House of Representatives of the Commonwealth of 
Pennsylvania in Genoral Assembly met, and it is 
hereby enacted by the authority of the same, That 
the Railroad extending west from the city of Erie 
dividing Ohio and Pennsylvania, known as the 
Franklin canal railroad, and now in custody of the 
State by authority of law shall be, and the same is 
hereby directed to be transferred to the Sunbary 
aud Erie railroad company, to be owned, occupied 
and worked by said Sunbury and Erie railroad 
company, upon the conditions, restrictions, reser- 
vations and regulations hereinafter imposed. 

Secrion 2. That the Sunbury and Erie Railroad 
company are hereby authorized and empowered 
to mortgage the said late Franklin canal railroad; 
hereby transferred to them, or intended so to be, 
and issue mortgage bonds redeemable in twenty 
years, bearing interest at the rate of seven per 
cent. per annum, payable semi-annually at their 
office in Philadelphia, to an amount equal to the 
actual cost of construction of the said forfeited 








Fraklin canal railroad, and to pay them over to 
the parties in interest, or holding the stocks and 
bonds of said company, issued on account of the 
construction thereof. 

Szotion 3. That the Governor of this Common- 
wealth shall appoint three competent and impar- 
tial persons. one of whom shall be a practical En- 
gineer, who shall examine the books, papers, 
vouchers, and contracts of said late Franklin Ca- 
nal Company, and having establisned the cost of 
constructing said work; shall certify the same un- 


der their hands and seals respectively, to the Pres-_ 


ident and Managers of the Sunbury and Erie Rail- 
road Company, and shall also furnish a copy there- 
of to the Govenor, certified in like manner. 

Section 4. That on the receipt of said certified 
cost of construction, the president, managers and 
company of the Sunbury and Erie railroad shall 
issue mortgage bonds as aforesaid under their 
hands and the seal of the Sunbury and Erie rail- 
road company to the partics entitled to receive 
them, and having officially notified the Governor 
thereof, he shall proceed to deliver or cause to be 
delivered to the president and managers of the 
Sunbury and Erie railroad the late Franklin canal 
railroad now in his custody and held by authority 
of the act approved January twenty-eight, one 
thousand eight hundred and fifty-four. 

Secrion 5. That-the president and managers of 
the said Sunbury and Erie railroad shall be, and 
they are hereby empowered and authorized to 
levy and collect the same rates of toll per mile on 
passengers and tonnage passing over said road that 
are now authorized by law to be levied and col- 
lected on passengers and tonnage by the Harris- 
burg, Portsmouth, Mount Joy and Lancaster rail- 
road company. 

Section 6, That the said Sunbury and Erie rail- 
road company are hereby reqnired to extend the 
road hereby transferred to them from a point on 
its main line west of Liberty street, being the wes- 
tern boundary of the city of Erie, in a northeast- 
erly direction, by the most practicable route, to 
the depot grounds of the Sunbury and Erie rail- 
road, at the harbor of Presque isle, and to have 
the same completed and open for use within one 
year from and after the passage hereof; the guage 
or width of track of said Western road extending 
west from Erie, is hereby fixed to be four feet and 
ten inches, and it is prohibitedto connect at the de- 
pot of Sunbury and Erieroad with any road orroads 
of the same width of track, nor shall it connect 
with any road or roads extending eastwardly, ex- 
cept having a track respectively of four feet eight 
and one-half inches, and six feet. 

Section 7. That before the said Sunbury and 
Erie railroad company shall take possession of the 
late Franklin Canal railroad, it shall subscribe for 
two thousand shares of the capital stock of the 
Pittsburg and Erie railroad company, and shall 
also pay into the treasury of the Commonwealth 
a bonus of two hundred and fifty thousand dollars 
for the right to way from Erie west of the line di- 
viding Pennsylvania and Ohio: Provided, That 
the Pittsburg and Erie railroad may connect its 
track with the track of said road at any point 
west of the western boundary of the city of Erie, 
and the companies may make such agreements 
and arrangements for the working of the same as 
shall be mutually agreed upon. 


We fear the probabilities are that the above bill 
will become a law. 

Admitting the Franklin Canal Company to havo 
no competent charter, the above act proposes, 
(what no other state but Pennsylvania has pre- 
sumed to do), to sel/ the right to build a railroad 
over a particular roule. “5 

The real object of the bonus exacted, is, we 
presume, to give the Sunbury and Erie Company 
an apology for discriminating in favor of Phila- 
delphia on charges upon persons and property 
passing over the Franklin Canal Company’s Road. 

If such be the object, comment is useless, as 
the act stands out to the most palpable apprehen- 
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sion asa shameless robbery of the public, for which 
no other excuse can be offered but that of might. 

That such discrimination is a gross violation of 
the spirit of the Constitution of the United States, 
will not, we think, be denied even by its 
authors. 

But we do not see how Philadelphia is to bene- 
fitted by discriminations in her favor by the Sun- 
bury and Erie Railroad. This road extends from 
Erie to Williamsport. From Williamsport a rail- 
road is in progress, following down the Susque- 
hanna, to Baltimore. Another is in progress to- 
ward Philadelphia and New York, connecting 
with the Reading, and the New Jersey Central. 
Erie is so nearly equi-distant from both of the last 
named cities, that the charge both for persons and 
property will probably be same to each. - Now 
we apprehend that the Sunbury and Erie Com- 
pany will take good care to maintain a strict neu- 
trality as far as favoring either are concerned. 
This read is more likely to be controlled by New 
York, than Philadelphia capital. About one-half 
of the capital stock is held here, and in Boston, 
already. As the road cannot be built without a 
large issue of bonds, which to be sold must be 
convertible, the managemeut of the road must 
pass into hands of parties whose sole object will 
be to derive the largest revenue from it. They 
will undoubtedly place New York, Philadelphia 
and Baltimore precisely on similar footing, and 
will entirely ignore the claims of Philadelphia to 
any special favor. 

The city most to be benefitted by the construc- 
tion of the above road is New York, it being the 
largest, and consequently the best of all the mar- 
kets with which the road will be connected. It is 
much the best market for western produce designed 
for exportation, for the reason that charges on 
freights to foreign Ports rule much lower in 
New York than in Philadelphia, or Baltimore, in 
consequence of the immense commercial marine 
of the former. Every city in the United States 
has its appropriate function. That of New York 
is commerce. It is, and must continue to be the 
entrepol of the foreign commerce of the country. 
We presume that no Philadelphian will seriously 
controvert this proposition. The foreign commerce 
of Philadelphia was as great 50 years ago, as it is 
at the present day. Its exports greater. In the 
mean time its population and general trade have 
more than quadrupled. It is the great manufac- 
turing city in the Union; the great depot of our 
domestic manufactures and one of the great distri- 
buting points of imported merchandize. Philadel- 
phia cannot change places with New York, unless 
she changes harbor and commercial facilities, 
Western produce does not, and in our opinion, 
cannot be made to, seek Philadelphia as the great 
produce market of the country. All money ex- 
pended to make it such, will be made upon an 


‘erroneous hypothesis and consequently involve, as 


far as the immediate object is concerned, a Joss. 
There is no question that for all time the produce 


of the West coming East, will take the route of 
‘the Erie Canal. 


Neither New York, nor Penn- 
sylvania Railroads, can divert it from that route. 
For these reasons we have always wondered 
that Philadelphia, with her exclusive and jealous 
Policy, should be willing to lend her aid to a road, 
from which she can certainly derive no greater 


these cities look with 2 as much favor, as she does| 
upon the Sunbury and Erie Road. It is idle to 
suppose that in the end, the road is to be unlera 
management partial to any one party or interest. 
Philadelphia would be precisely as much benefit- 
ted by the road, were it constructed by New York 
capital and under New York management, as if 
built by her own means, and under her control. 
The direction of commerce in ¢iis country is not 
to be controlled by legislation. Higher laws, cost 
of movement, and price, come in, and supercede 
the plans of politicians, who imagine, in their 
closets, that they can control commercial affairs 
by a few lines on parchment. Our people are not 
going to pay a penalty, as a price for going to the 
markets that suit them best, and all laws imposing 
them will remain a dead letter. 

No good then can come to Philadelphia by al- 
lowing the Sunbury and Erie Railroad Company 
to discriminate in favor of that city. On the 
country great harm and loss wili come of it. Any 
such attempt will keep the people of the West in 
a state of constant irritation, which in the end 
will cut them off from her altogether. Such is 
human nature. If Philadelphia wishes to draw 
the trade of the interior to herself, let her imitate 
the example of New York, and provide the best 
possible outlets for such trade to flow in just the 
direction it chooses, instead of disgracing her le- 
gislation by unjust and odious laws, which must 
inevitably defeat the veiy objects they have in 
view. 





Finances of the or ~ ae and Ohio Rail- 
roa 

The following official statement of the capital 
stock and funded debt of the Baltimore and Ohio 
Railroad, has beeen prepared by the Treasurer of 
the Company. 

The funded debt of the Baltimore and Ohio 
Railroad Company, as appears by its report made 
to 80th September 1853 is as follows; Loan No. 1 








January, 1854 $1,000,000 00 
Less sinking fund, 
applicable to its 
reduction ....... 287,531 28 
$712,468 72 
ROOM ING: BOF BOGE vcee ccsajacces 1,000,000 00 
do. 3, (iron bonds,... ‘ 566,666 67 
GH BRAIN ik o cede bei? S003 1,128,500 00 
do. 5, CEO cotcss sci 700,000 00 


do. 6, of 1885, » (for we 500,- 





00) now issued . 1LLES 25 
$5,389,481 64 

Add — stock of the State 
of Md.. ‘ ; 8,000,000 00 


Making the whole funded debt of 


the Co.. . $8,389,481 64 
Residue of bonds of 1885, since is- 
1,218,153 75 


WOES cee. Socata daar. Ladle Me Sagan 








Making the whole funded debt to 
GNM GMBR 5.50 secerusce pred cows $9,607,685 39 


Capital stock........ . $10,118,902 00 
Treasurer’s Office, Baltimore and Ohio Railroad 
Company, March 31st, 1854. 








Sourn-Sive Raitroap.—At a mecting of the 
stockholders of this road on Tuesday last, in Pe- 
tersburg, it was determined to mortgage the road 
to the amount of $372,000 to cover the guarantee 
of that city, and a debt dué ‘for iron, and also to 
issue bonds to the amount of $178,000 to cover 
the further sum necessary to complete the road. 
The President states in his report, that from pres- 
lent indications, the road would be completed to 
Lynchburg in August or September next.—Rich- 





advantage than New York or Baltimore. We know 


mond Whig. 


|Operations of the New Jersey Railroad, for 
the year 1853. 

The annual reports of the Railroad and Canal 
companies of New Jersey, for the year 1858, ex- 
hibit the following general facts, which we con- 
dense from the documents in pamphlet 
Camden and Amboy eine capital 

See ee $1,500,000 
Delaware and Raritan Canal.......... 1,500,000 
Loans of both companies for their own 

works, and for Trenton, Belvidere, 

Freehold and pines Railroad, 


ee we voce sees coecse. 4,000,000 





Receipts of Camden & Amboy Railroad 
GOP osc bbe cace Sethi coker $1,744,207 
Expenditures .... 2... sees eee sees. 1,145,478 


Net earnings . 598,734 
Dividends 12 per cent in cash, ‘and 12 per cent in 
bonds. 
Income of Delaware and Raritan Ca- 
WM ee Seiler Si 
AOU ics. Bie vese Hise Secon . 164,764 


























$227 494 
New Jersey Railroad—Stock......... $2,750,000 
Debt funded and floating............. ,622 
$3,480,622 
em. 00+ .+.406 9 +.00,9098 0 0hd htnende $810,634 
DN oo 0 cod cous nda ei 319,516 
$491,117 
Dividends, Interest, New Construction, 
BAB wien atmo 049006 pk needa eoustenl 273,727 
$217,890 
Morris Canal—Stock.... .... 0.0. ses. $1,759,000 
Debts funded, &c.... ...- ceee eee 473,067 
$2,232,067 
Receipts... 10. sees eee cece cere. $190,441 
Expenses... voce eee cece cece ccceces 88,636 
DOR is. ins Giidd Codd tits HE 66,390 
Morris and Essex Railroad—Stock.... $1, 038, 415 
Debt funded and floating............. ’219 "369 
Contingent Fund... 2... coe. ceee woes 113,276 
$1,371,060 
Medina us «6's ds, ie Gesete 176,206 
TEEpORSOS 2.00 cece cece cave coce cece oe 91,201 
84,005 
The Dividends were $59,198. 
Central Railroad— — a Re ER $1,611,090 
Bonds.. Serer 
Other Indebtedness. 182,259 
8,243,849 
Soe Sigg Steck cA $624,990 
Sundries... ee osisess Coea ald 657 
Earnings... ve cece cee cose cee. OAOOR8 
Ordinary expenses. « 197,620 
Net earnings..............-..... 161,888 
Dividends, 7 per cent. 
Belvidere Delaware Railroad—Stock.. $500,000 
Loan of Camden and Amboy Railroad 
CON Secs Heed aus coen oped sons 1,000,000 
Expended in construction and equip- 
MO, COTE ie S55 ea ee 1,467,000 
No dividends yet made. 
Mount Holly and Burlington Railroad — 
Bans, -2n0.48}0.0°1-0096 saan $70,000 
Bonds, &C.... ..00 cece cece cece recess 29,561 
: $99,561 
Ordinary receipts..... 2+. see een sese. $16,567 
Expenses .... .++0 -+0 cece eeneiee ,' 13,769 
GUNES sce wens tpumamad. ine once gana 4 "200 
Wet earnings.......... ,598 
Paterson and Ramapo Railroad—Stock. gauss 225 
Debt funded and floating.. --. 104,000 
$352,226 
Receipts..., sere eee tere eee FO ee eH ee $26,500 
Expenses .... Sees Ceee Ceee Cees CHFH THe 6,285 

















Tnterest.... eee Cee eee Hee eee Cee 
Procbold & Jamesburg Agricultural R. 
amesburg ic 4 
R.—Stock. eee cece oboe Cece cece cece $300,000 
Subscribed ............ $137,900 
Road yet incomplete. 
The accidents on these works during the year 
1858, were as follows: 
Killed. Injured. 
84 


Camden and Amboy.... 12 


New Jersey............ 13 13 
Morris and Essex....... 2 o 
Central New Jersey..... 5 3 
Mount Holly........... — 3 

Total ..i.°.... 82 53 





Mississippi Central Railroad. 
Holly Springs, Miss., March 28th, 1854. 
H. V. Poor, Esq. 

The work on our Central Road is progressing 
with as much rapidity as we could reasonably ex- 
pect, when we take into consideration the new- 
ness of such enterprizes in this section of country. 
Many of our planters have taken their hands 
from the field, and taken contracts on the road. 
Thus far, I bélieve, all are satisfied with the 
change, and find the construction of a railroad 
may be as profitable te them as the production of 
cotton. 

We meet with few discouragements in our 
enterprize; less by far than was expected. Our 
stockholders pay the calls made upon their sub- 
scriptions with promptness and willingness. We 
have as few delinquents as any company ever 
had, when we take into consideration the number 
of our stockholders. We have, and shall continue 
to have abundant cash means to pay the monthly 
estimates and for materials furnished. In fact we 
could pay larger amounts than have been or will be 
soon required of us. We need among us more of 
that class of people accustomed to the construc- 
tion of railways, of whom you have so many on 
the Northern and Eastern States. They would 
here find plenty of work, good prices, and prompt 
pay. : 

Our Legislature at its recent session, appropri- 
ated the proceeds of the sale of 500,000 acres. 
of land donated to this State in 1841 for internal 
improvement, in aid of the construction of the 
Central, and New Orleans, Jackson and Great 
Northern, Roads. 

Thus you see, notwithstanding repudiation, our 
State is able and willing to aid to the extent of 
her ability, works of internal improvement. 

This aid from the State, places the construction 
of the Central Road beyond contingency. Our in- 
dividual subscriptions are large, and promptly 
paid. Our cownty subscriptions are paid by direct 
taxation to the amount of about one-fifth yearly. 
No bonds have been nor will be issued by the 
counties. Our subscription now amount to about 
five-sizths of the entire estimated cost of the road. 

We have a rich, productive country, a very 
large export trade, with a very large portion of the 
soil yet in a state of nature. When all shall be 
brought into cultivation, the trade of the country 
will be more than doubled. Our road, as you know, 
bas an almost direct north and south line from 
New Orleans to the Ohio River. 

The State of Tennessee has loaned to the north- 
ern extension of our road through her territory, 
its credit to the amount of $10,000 per mile. 

Now what is to hinder the construction of our 
entire line of road? I know difficulties will arise, 


come them ? Let time answer. Have any of your 
Northern or Western roads secured more certain 
means of success in so short a time. 

Northern people reproach us with repudiation 
and justly too; and this reproach “bites like a 
serpent and stings like an adder.” Yet there are 
a very numerous class among us who would, if 
they could remove this cause of reproach. I have 
told you before, I repeat it now, that I believe 
the completion of our works of internal improve- 
ment is the first step in the redemption of our 
State credit. 

If the North continue to discredit everything 
coming from Mississippi, for the reason that the 
State has been recreant to her plighted faith, 
without an examination of the causes of that ac- 
tion, they will arouse a spirit that will overcome 
all attempts at payment; Mississippi has some 
good grounds for questioning the validity of a 
portion of the State debt, particularly the Union 
Bank Bonds, “There is a reason in her madness,” 
but the day may come when she will redeem a 


moral obligation when it has no legal effect. 
> 


The above letter, from a gentleman connected 
with the Mississippi Central Railroad, though pri- 
vate in its character, we have taken the liberty to 
publish. It comes frem a most credible source, 
and its statements may be implicitly relied on. 

The Mississippi Central Railroad is purely a 
domestic project, got up and carried forward by 
the parties who are to be immediately benefitted 
by its construction. The fact that those who pay 
for building it, are to own the road, is a good 
guarantee that the means provided will not be 
wasted. 

There have been few roads built in the country 
that have been less dependent upon foreign aid, 
than will be the above. It traverses a district 
well filled with rich cotton planters, who can read- 
ily furnish the necessary means for its construc- 
tion. Such means are now being liberally con- 
tributed, and the company, without making much 
noise, are pushing the work rapidly forward. 

The road will run in the convenient direction, 
both for the district traversed, and for the general 
business of the country. On the South, it will 
connect with the New Orleans, Jackson and Great 
Northern road, at Canton. Through this road, it 
will have a direct communication with New Or- 
leans. On the North, it will be prolonged into 
Tennessee to a point of Junction with the Mobile 
and Ohio line, through which it will be brought 
into connection with the whole northern system 
of railroads, which it will unite, by one of the 
shortest practicable routes, with the Gulf of Mex- 
ice. 

The route is a very direct and easy one. Little 
or no, rock cutting, is found on the whole line of 
some 200 miles. The road is so far removed from 
the Mississippi as to avoid the crossing of the 
larger rivers, while, at the same time, it will be 
removed from their competition, as carriers of 
freight. The road is under the management of 
parties well known, and well esteemed at the 
North, as at home, and who are determined to 
show that some things ean be done in Mississippi, 
as in other States. 

Our correspondent incidentally alludes to the 








subject of repudiation, We fully concur in the 


but Move we not the means and ability to over- 
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views he expresses. He, and a numerous class 
with him, feel that they are necessarily implicated 
in the stain cast upon the State, and that her dis- 
grace, to a certain extent, is their dishonor. But 
they must endure for a while, what they cannot 
remedy. The question of the resumption of pay- 
ments has become so involved with others, and so 
much misrepresentation and misconception of the 
whole subject prevails throughout the State, that 
time is absolutely necessary to allow the present 
excited state of feeling to subside, and to enable 
the people to look at the subject, not through the 
medium of prejudice, or passion, but of reason; 
and those principles of commercial integrity, to 
which every State is, and will, in the end, hold 
herself amenable. A part of the State debt is of 
very questionable validity. Ali the money receiv- 
ed on account of it was squandered. The people 
never received any benefit from it. They feel 
that they were not the parties to the original 
transaction, and of course they cannot feel that 
sense of personal obligation, that they otherwise 
would. But we do not piopose to offer any apolo- 
gy for the existing state of things. What is, can- 
not be immediately changed. It will not help the 
matter to taunt the people of the State with their 
defaults. The most effectual means of influencing 
them to the payment of the State debt, is to aid 
them in the construction of railroads. These 
works will exert a strong tendency to create a 
healthy sentiment. They will beget an ambiticp 
on the part of the people to stand as well in pors 
ular estimation as those of the most “ favored 
States,” Railroads will creat: the means of grat- 
ifying this ambition. Those who are building 
these works, therefore, should receive every possi- 
ble encouragement. They are as deserving, and 
enjoy as good credit, as any similar class of men, 
in any State in the Union. They are doing a 
work that will in time regenerate the whole Stat, 





Abstract of Returns ofthe Maine Railroads, 
forthe year ending Dec. 31st. 
Portland, Saco ¢& Portsmouth R. R., for 18 months, 
ending Dec, 81st, 1853. 

Length of line—51 miles. 
Weight of Rail—50 Ibs per yard. 


Capital paid in,.... 1... ..5. ween ee $1,337,000 00 
Amount of indebtedness,.......... 2,000 00 
Amount due Corporation,......... 121,000 00 
Number of passengers,............ 298,818 
- through .... ..0. seseeee 169,479 
" on ae ee nee 128,939 
Received from passengers,......... 187,808 90 
- freight,.... .se.e. 58,197 34 
< si other sources,..... 16,661 07 
Miles run by Passenger trains,.... . 100,001 
" Freight " 43.000 
Y other . 20,000 
Whole number of Stockholders.... 999 
ve residing in Maine,... 52 


Dividends in 1858, 6 per cent. 
York g& Cumborland Railroad. 





Length of line—18 miles. 
Weight of Rail—56 Ibs. 
Capital paid in,.. ‘“ . - $292,649 89 
Cost of Road,......... ais 728,699 30 
Amount of indebtedness about.. ak od 408,192 91 
Received from ee base gouehs 85,170 34 
- —-: San bene <der's * ee 
Py gts TB. covegue 284 76 
Totals receipts in 1858, . . $54,861 05 
Miles run_by Passenger trains,.. nonesas 80,510 
6; Freight 16,000 
Numbers of Stockholders,.......... 1,126 
“who reside in this State,., . 1018 


Dividends jn 1858, pone,. 
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“Calas & Railroad, 
of Line, 6 miles. 
Weight of Rail 56 Ibs. 





Capital paid in, .... 1... eee eeeeeee . $100,000 00} ic of the Tribune of the 8th of March last. 
Cost of Road, .... ..0. seve cece seve — = The Ohio and Mississippi Railroad is being 
Amount of indebteness about. veeeee 186, 3 79|pushed with energy. Within the next 60 days, 87 
Due the Corporation, vb miles of the road from Cincinnati, connecting with 
Number of passengers in 1853,...... 140% ihe Jeffersonville Railroad, will be opened and 
- through........sseeseee. 7,28 equipped with ample rolling stock for the business 
oh? WAY sees sesececereeee 7,824 | | of the road. This division forms a connection 
Received from passengers,.......... $1,861 50) 51, Tonisville by the Jeffersonville road, and 
“ &“‘freight,.........++.. 25,675 12] eauces the time of transit between the two 
ws “ other sources,...... 1,000 50 


Total receipts in 1853,........... $28,088 12 
Number of Stockholders,........... 55 
se who reside in this State,... 20 
Dividends in 1853, 6 per cent. 
Bangor and Oldtown Railroad, 


Length of line—12 miles. 
Weight of rail—36 lbs. per yard. 
Capital paid in.... .... 1... see «+++ $135,000 00 


Coat Of Toad. .... 0s es0e cece cece sees 188,918 00 
Amount of indebtedness............ 1,650 00 
Amount due corporation..... Pere 


Number of passengers.... ....... sees eeee 12,178 
Received from passengers........... $23,269 67 
- freight. .........00.-- 18,911 82 
other sources......... 1,957 10 
Total receipts in 1853.... .... . $44,138 09 
Miles run by trains .... .. soos. 00 eeeeseeee 22,209 
Whole number of Stockholders..............18 


” ” 


” »  Yesiding in Maine ..............8 
Dividends in 1853..... ...... ceeeeees . +» $21,000 
Androscoggin Railroad. 


Length of line, 20 miles. 
Weight of rails, 50 lbs. 
Capital paid in.. ...... 2.4. see0+ +06 86,863 14 
Coat Of road .. 22. cece cece cece se se eSl0,000 00 
Amount of indebtedness about....... 200,000 00 


Due the corporation os. sce ces Mae Oe 
Number of passengers in 1853..........+- 10,457 
” way re 
Received from passengers..... .... .... $9,168 12 
a =p WERne +s nase ocon cant Se 


428 58 

Total receipts in 1853.......$19,252 40 

Miles run by passenger trains............ 12,520 

Re » 9 freight ts. S0.08peee pees Me 

Number of Stockholders .......... 0... .5.+-328 

» who reside ia this State ............815 
Dividends in 1853, none. 


s » Other sources.......... 








Ohio and Mississippi Railroad, 

On the 18th ult. we published a short article 
showing the financial condition of the above com- 
pany, which we stated as follows: 

Capital stock.... ....... +++. $6,500,000 
First mortgage bonds........ 2,800,000 
Second “ fees sees 8,000,000 


$12,300,000 

As the road was contracted to be built for 
$9,000,000, we expressed some surprise at the 
large increase of the capital account at so early a 
day. The tone and inferences of our article were 
perfectly proper in themselves, and properly ex- 
pressed. 

The last number of the Railroad Record, pub- 
lished in Cincinnati, the editor of which has been, 
and for ought we know is still, in the employ of 
the company, contains a long reply, characteristic 
of the paper, full of gross personalities, charges of 
Misstatements, etc., etc. This article we should 
Rot have noticed, had it not been paraded before 
the New York public in the money article of one 
of the leading city journals. Such being the case, 
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;j}and New Orleans by the roads now in construc- 





Rause 

















own vindication. The financial statement given| 
above was compiled from the laudatory notice of 
the company, which appeared in the money arti- 


cities from 12 to 15 hours by the river, to not ex- 
ceeding five hours by railway. This division of 
the Ohio and Mississippi Railroad will also form 
the most direct route for reaching Indianapolis 
and ferra Haute. Sixty days hence, 65 miles or 
more of the western end of the road (90 miles are 
graded and ready for the rails) will be opened and 
fully equipped, thus forming, by connection with 
the Illinois Central, which is soon to be opened, 
the first connection by railroad of St. Louis and 
Chicago. It will form by this connection with 
the Illinois Central a connection with Nashville 


tion. The gross receipts of these two divisions 
of the road, it is calculated, will reach from one 
and a quarter to one and a half millions of dollars 
per annum. The rails for the entire road are pur- 
chased and paid for, and about two-thirds of the 
whole amount are already delivered on the road 
or are now in transit from New Orleans to the 
same, and the remainder to be delivered this 
spring and summer. 

The original cost of the road was estimated at 
$9,000,000, and contract made for completion at 
that sum; but a growing conviction on the part 
of the managers of the road of the magnitude and 
importance of the work, and the immense amount 
of business to be done on it, has induced the latter 
to construct a much better road than was origi- 
nally contemplated, by reducing the grades from 
a maximum of sixty to that of forty feet to the 
mile, on a large portion of the road; also, to pro- 
vide bridges, culverts, &c., for a double track, 
and to more than quadruple the dimensions of the 
depots and machine-shops, and also, at a very 
large expense, the Eastern Division have provided 
depot accommodations and grounds in the City of 
Cincinnati and immediately on the bank of the 
iver. The rolling stock of the road has also been 
largely increased over the provisions of the origi- 
nal contract. In addition to the foregoing, an- 
other item of cost has been made, which was 
deemed of very great importance not only to the 
public, but also to the interests of the stock and 
bondholders. The time originally agreed upon for 
the completion of the road has been shortened 
nearly one and a half years. The net earnings of 
the road for that period will, it is estimated, more 
than pay the entire additional cost of the road 
over original contract. 

All these additional expenditures it is estimated 
will reach the sum of about two and a half mil- 
lions of dollars. Already there has been expended 
in the iron, construction, and equipment of the road 
about nine millions of dollars. To meet the addi- 
tional cost the companies propose to raise from 
two to two and a half millions of dollars by a sale 
to that extent of their Second Mortgage Bonds. 
They now propose to issue of this class $3,000,000. 
It is believed by the Directors that with this nego- 
tiation made, the entire road from Cincinnati to St. 
Louis can and will be opened, equipped, and in 
successful operation within twelve months at the 
outside from the lst March inst. The road com- 
pleted will cost from $11,500,000 to $12,000,000 ; 
and the Company believe that, for its length, low 
grades, and general substantial character, it will 
compare favorably in point of cost with any road 
in the United States. 

The first mortgage bonds issued by this Com- 
pany amount to $2,800,000, which, with the se- 
cond mortgage now proposed to be issued and sold, 
$3,000,000, makes $6,800,000 of debt, or about 
$17,000 per mile. The subscribed and paid up 


ay! soURWAE 


one-half the cost of the road, engaged 
in the pbedias! A of this Bs gm tir of 
the honest administration of its finances, and this, 
with the convertible clause in the bonds, makes 
them worthy of the attention of investors. 

The other figures in an article of the 18th ult., 
were copied from a report by the compary, pub- 
lished in 1852. We made a slight error in stating 
the contract price for the road at $8,500,000, in- 
stead of $9,000,000, and in the proportions of the 
cash, stock, and bonds, which the contractors 
were to receive ; otherwise the Company are res- 
ponsible for tho correctness of our statement, 
assuming them to be reponsible for the article in 
the the “ Tribune,” which will not, we presume, 
be denied. 


We knew the article in the Tribune to be in- 
correct in many important particulars. It war- 
ranted comments very different from those it re- 
ceived at our hand. We stated just enough to let 
the Company know they were being looked after. 
We know very well that $9,000,000 had not been al- 
ready expended upon the road, nor that $6,500,000 
of the capital stock has been paid in, and that the 
object of the article was to mislead, instead of 
eonveying information as to the real state of the 
company’s affairs. 

It is certainly to be regretted that the money 
articles in some of our leading daily papers should 
be prostituted, as they are, to the use of every 
person who has an object to accomplish, by impos 
ing on the public credulity. It is notorious that 
that is a department of the paper in which every 
person may officiate as Editor who will pay. The 
higher the general reputation of the paper, the 
higher the price for which the commercial columns 
are sold. An unintiated person would naturally 
suppose that the puff in the Tribune was written 
by the editor of the paper in chief, It is editorial, 
It goes out to the world backed by the entire re- 
putation that the paper possesses. Yet it is tull 
of gross misstatements, which must have been 
known to have been such by the person writing 
it. But the character of the article has nothing 
to do with its insertion, providing the person far- 
nishing it, will pay. 

In this connection, we will give the following 
extracts from the company’s report referred to.— 
(Page 5.) 

The companies (of the two States, Indiana and 
Illinois,) obligate themselves to pay the econ- 
tractors, as the worls progresses, on the monthly 
estimates ot the Engineers, as follows: 

7-18 in cash; 

5 4-18 in stock of the company ; 

5 4-18 in bonds of the company. 

Thus, for the entire construction, engineering, 
furnishing and equipping as above, the companies 
will pay to the contractors nine millions, as fol- 
lows, viz: 

$3,500,000 in cash ; 

$2,750,000 in stock ; 

$2,750,000 in bonds. 

This will cover the ¢otal cost of construction, 
excepting salaries of the two Chief Engineers, and 
of the officers, office expenses, depot grounds, and 
such incidental expenses as may arise in procur- 
ing the right of vy. : 

It will be seen that by this contract, the com- 
panies obligate themselves to pay the contractors 
three and one-half millions of dollars in cash, to 
be obtained from subscriptions of stock and from 
the loan of the city of Cincinnati. There remains 
at present yet to be obtained about gne and a half 
millions of stock subscription, to te the en- 
tire amount of cash required under the contract. 








We feel called upon to say a word or two in our 


slock is $6,500,000, so that the debt will be less than 


The companies have, however, reserved the right 
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bonds in case it be impossible to 








procure the ne- 
cessary amount of cash from other resources 
these bonds only to be issued after five millions of 
dollars shall have been expended on the construc- 
tion of the work. 

The bonds given by the companies to contract- 
ors in part payment, are by a first mort- 
gage on all the property of the companies. The 
sum total thus sec amounts to two millions 
seven hundred and fifty thousand dollars. No 
other mortgage can be given by the companies except 
that already mentioned of one million of dollars, 
which it is believed will never be required, and if 
used can only be employed after the expenditure 
of five millions of dollars in construction and 
equipment. It will thus be seen that the yroba- 
ble amount for which the road will stand mortga- 
ged will be two millions and three quarters, while 
under no circumstances can it exceed three and three 
quarter millions. 

After such a statement officially made, does not 
a propused increase of over $3,000,000 in the cap- 
ital account of the company call for some expla- 
nation? Is it to go into the road, or does it rep- 
resent profits to somebody? 

We invite a comparison of the above with the 
articles in the Tribune and Record. 

We do not propose general reply to the article 
in the Record. It is not worth it. We must say, 
however, that we do not admire the taste or judg- 
ment of the Company in parading it before the 
New York public, or in provoking discussion upon 
the merits of their project. 


Notice to Contractors. 





i a i 2... 
PACIFIC RAILROAD OF MISSOURI. 
—— proposals will be received by the un- 

dersigned, at their office in the city of St. 
Louis, until six o'clock, p. M., of the 15th day of 
May next, for the Grading, Masonry, etc., of the 
first division of the South-west Branch of the Pa- 
cific Railroad, extending from Franklin Depot, the 
present terminus of the road, some 40 miles West 
of St. Lonis, to the crossing of the Gascenade 
River. a distance of about 78 miles. The line 
will be divided into sections of about one mile 
each, and proposals may be made for one or more 
sections. The line, plans, profiles, specifications, 
form of contract, etc., will be ready for inspection 
on and afterthe first day of May next. The 
work to be let is quite heavy, situated in a healthy 
country, and is easy of access. 
The undersigned reserve to themselves to reject 
all proposals that are not satisfactory. 


A. 8. DIVEN & CO. 
March 24th, 1864. 


Notice to Capitalists. 


THE GREENVILLE AND COLUMBIA RAIL- 
ROAD COMPANY 


Now offers for sale their Coupon Bonds, re- 
deemable in ten years, bearing interest at seven 
per cent, per annum, payable semi-annually, se- 
cured by mortgage of the entire Road, being the 
first lien upon it. 

For a full understanding of the purposes, value 
of the property, and prospects of the Company, 
the following statement is made. It is proposed 
to issue Coupon Bonds, to the amount of three 
nundred thousand dollars which with those already 
issued will make the Bound debt $800,000. The 
mortgage of the Road bearing date the eighteenth 

nstant, is to cover these Bonds, as well those is- 
sued, as those to be issued, to the amount of $800,- 
00, and no more. 
ane ‘Road was finished on the 9th December 





aat, is well equipped, and in full and succesful 
eperation, The entire length of the Road, includ- 


its Branches, is 164 miles, and cost as fol- 


te 














Right of way........ 10,441 89 
Graduation,......... 474,787 69 
Masonry,........--+ 828,50 00 
Trestle Bridging,..... 88,351 69 
Broad River Bridge,.. 87,571 33 
Saluda Lower Bridge, 6,530 78 
Saluda Upper Bridge, 8,416 48 


Timber for Tracks,... 158,181 23 


Tron Rails,.......... 575,235 59 ‘* 
Spikes and Chairs,... 50,891 30 
Superstructure and 
Track Laying,..... 94,921 42 
————— $1,604,560 74 
Real Estate,......... $ 22,754 90 
Depots and Water Sta- 
PP eee 44,745 52 
Workshop Building,.. 17,125 54 
Machinery for Work- 
MND nes pccnancesie 16,702 19 
——— 101,328 15 
Locomotive Engines,. $119,176 48 
Passenger and Freight 
res 130,000 00 249,176 48 





$1,955,065 37 
Accounts for Materi- 
als, Work, &c., en- 
tering into construc- 
tion, not yet fully 
ascertained, but 
supposed to be 
about,........ 42+. 100,000 00 
2,055,065 37 
Capital Stock paid in,$1,100,029 49 
Assessment on Stock 
Se 131,937 26 


$1,231,966 75 
The Earnings of theRoad for the last three months 
in an unfinished condition were as follows : 
October—From Freight. ..$12,761 13 
From Passsengers 8,321 17 
From Mail,...... 700 00 


November—From Freight.$ 9,764 41 
From Passeng’s 8,408 35 
From Mail,... 800 00 


December—From Freight, . $12,205 26 


$21,782 30 


$18,967 76 





From Passeng’s 9,084 00 
From Mail,.... 900 00 
— $22,189 26 
For three Months,....... $62,889 32 


The whole expenses of the Road, it is believed, 
will not exceed $11,000 per month, or 50 per cent, 
on the earnings. the Road, for the greater part, 
is well constructed—of good materiel and heavy 
iron, and could not now be made and furnished as 
it is for less than $3,000,000. 

By order of the Directors, 

THOMAS C. PERRIN, President. 

January 18th, 1854. 

N. B. The Bonds can be had by applying to 
Mr. Jacob Cohen, of Charleston; Mr. J. P. South- 
ern, of Columbia, or te me at Abbeville Court 
House, Bids for thése Bonds are requested. 


Railroad Iron. 


1 3 Oo TONS superior quality Yorkshire rails 56 pounds 
4 T pattern can be immediately delivered at 
New York, Savannah, or New Orleans, 

For sale by 


New York, April 1st, 1854. 





NAYLOR & CO. 





Brass Tubes for Locomotive 
and Marine Boilers. 


HE undersigned having been t for the highot 
T respectable manufacturers Messrs, te Brent & Soa or 

is to take orders, at fixed prices, fly- 
Brass Tubes of all diameters, for Engines.—For further particu 
lars and inspection of patterns, please apply to 


JOHN H. HIC 
March 1854. 90 Darter ve. 


roposals will be received for all the heavy work 
on the Blue Ridge Rail Road, South Carolina; 
Blue Ridge Rail Road, Georgia: Tennessee River 






|| Rail Road, North Carolina; Knoxville and Char- 


leston Rail Road Tennessee. The above lines of 
rail-way are consolidated and under the manage- 
ment of one Company, Extending from Anderson 
South Carolina, viaClayton, Georgia, Franklin North 
Carolina, to Knoxville Tennessee, a distance of 194 
miles. That part of the road from Anderson South 
Carolina, to the Turniptop Mountain, a distance of 
40 miles is principally earth excavation, of about 
equal quantities of cut and fill, with several bridg- 
es. From the Turniptop Mountain to the Rabun 
Gap, a distance of 24 miles, the work is very 
heavy, there being on the line one tunnel of 5800 
feet, one of 1400 feet, and one of 400 feet in length ; 
a suspension bridge across the Chatnga River 500 
feet long, with some very heavy earth and rock 
cuts. The rock in the Tunnels is gneiss stratified. 
From the Rabun Gap to twenty miles below Frank- 
lin, a distance of 50 miles, the line follows down 
the Tennessee River; the class of work is princi- 
pally side hill evcavation, some of which is rock ; 
their will also be several bridges. From the 
point 20 miles below Franklin to Hardens, a 
distance of 35 miles, the line follows the Tennessee 
River the entire distance, causing heavy side rock 
excavations. On this portion of the line will be 
several expensive bridges, and a tunnel of about 
1000 feet. From Hardens to Knoxville, a distance 
of 45 miles, the line follows the river about_eight 
miles, then leaves it, running across the Chilhona 
mountains almost a north line to Knoxville ; this 
portion of the road is heavy work, with about 
equal quantities of cut and fill, an expensive bridge 
1000 feet long and 45 feet high, crossing the Hols- 
ton River at Knoxville. The character of the 
rock from Knoxville to Hardens is limestone, and 
from Hardens to Franklin gneiss rock stratified, 
and from Franklin to Anderson, stratified sand stone 
and gneiss rock. The character of the earth is 
sandy and clay loam. The line for the whole dis- 
tance runs through high table lands, well settled, 
remarkable for its health, good water and ample 
resources for subsistence. The above line of rail- 
way offers great inducements to experienced con- 
tractors. The undersigned will be prepared to re- 
ceive proposals and enter into contracts for the 
graduation, bridging, tunneling and masonry for 
the heavy portion of the line, from and after the 
Ist day of May next, at Knoxville Tennessee, 
Franklin North Carolina, and Pendleton South 
Carolina, and will continue at such places, until the 
same is under contract. Profiles and maps of ap- 
proximate location can beseen ateach of the above 
places after the 1st day of May. Proposals are 
asked with'cash payments, alsoeighty per cent cash 
and twenty per cent in the Capital Stocks or 
Bonds of the Company. All communications prior 
to may 1st must be addressed at Pendleton South 


Carolina. 
ANSON BANGS & Co. 


4,13 
Working Drawings 
of American Locomotives. 
REATISE ON THE APPLICATION OF 
STEAM TO-LOCOMOTIVE ENGINES. II- 
lustrated with large and accurate engravings of 
the most approved American Locomotives, accom- 
panied by full and clear explanation, designed for 
the use of Students, Builders, and Working Engi- 
neers. 
*,* A few copies of the first five numbers of 
this very desirable work may be had of 
JOHN WILY, 167 Broadway. 
Also an extensive assortment of English and 
American Books in every department of Engineer- 
ing Science. tw 


Railroad ‘Car Works. 

emer, “oe are prepared to manufacture for Railroad 

Hi oe also Baggage Barrows ore = PE Corews 
errbye: F. HUNGERFORD & CO. 











Maysville, Ky., Sept, 29, 1853, 
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M, W. BALDWIN & 00, Engineers, 
and H streets, Philadelphia, 


Broad amilton 
OULD call the attention of Railroad 
interested in Railroad their 


with the least expense for a fuel and repairs 
to Road and Engine. With thes anioots to. view. ou ue the 
result of twenty-three years practical expe in 
by our senior Partner we manufacture 

ines and several classes or sizes of each kind, i 
Particular attention paid to the strength of the machine in the 


plan and workmanship of all the details, Our long experience 


and opportunities of obtaining information, enables us to offer 
these engines with the assurance that in efficiency, economy and 
durability they will compare favorably with those of any other 
kind in 


use. 

We also furnish to order, Wheels, Axles, Bowling Tire (tc fit 
centres without boring), Composition Castings for Bearings ; 
every description of Copper Sheet Iron and Boiler work; @ 
every article appertaining to the repair or renewal of Loco- 


motive Engines. 
MATTHEW BAIRD. 


‘M. W. BALDWIN. 
C. Floyd-Jones., 
Division Engineer 3d and 12th Divisions, 
ItLois CENTRAL RAILROAD, 
‘andalia, Il, 


~ Boiler and Tank Rivets, 
Nuts and Washers ; 


All Sizes of 


Bolts and Bolt Ends 


for Sale by 
BRIDGES & BROTHER, 
64 Courtland st,, N. Y. 


To Railroad and Canal Co.'s, 


Contractors, &c. 

T= undersigned would direct the attention of Chief En- 
gineers and Contractors to the facilities they possess for 
supplying them with laborers, mechanics, &c, of any descrip- 
tion, and also to inform them that they forward such men to 

whatever destination they may be required. 
Companies or Contractors desirous o freceiving steady and 
industrious men, will be promptly supplied at the shortest pos- 


sible notice. 
JOHN J. HELLING & CO. 
No. 85 Greenwich street, New | York, — 


New York and Erie R. R. 


PASSENGER TRAINS 
leave Pier foot of Duane street, Les 
as follows, viz :— 

BourfraLto Express, at 7 a. m, for Buffalo direct, over the N. 
Y. & E. R, R., and the B, & N. Y. City R. R., without change 
of baggage or cars. 

Malt, at 8X a. m. for Dunkirk and Buffalo, and intermediate 
stations, This train remains over night at Elmira, and proceeds 
the next morning. 


Way Express, at 124 p. m. for Dunkirk, and intermediate 
stations. 


ACCOMMODATION, at 3 p. m. for Delaware and intermediate 
stations, 


NEWBURG Express, at 4 p. m., for Newburg. 


Way PassenGer, at 4p. m., for Piermont and intermediate 
stations, 


Nieut Express, at 5 p. m. for Dunkirk and Buffalo, 
On Sundays only one Express Train—at 5 p.m. 
These Express Trains connect at Dunkirk with the Lake Shore 
Railroad for Cleveland, Cincinnati, Toledo, Detroit, Chicago, etc. 
CHAS. MINOT, Sup’t. 


Railroad Iron. 


TONS Railroad Iron, weighing about 59 
2000 ibs. per yard, “ Erie” area a L and 
‘Crawsnay ’ manufacture, now on the way from the 


shipping portsin Great Britain to this for sale b 
>. GEOUTEAU, Jr., SAN FORD & Co., " 
December 4, 1852. No. 51 New street. 


Duggan’s Work on Bridges. 
> SPECIMENS OF THE 

STONE, IRON AND WOOD BRIDGES, 
IADUCTS, Tunnels, Culverts, etc., of the 

United States Railroads; illustrated by a se- 

ries of drawings, from actual measurement of the 

works; including plans, sections, elevations, and 

details of each stricture, afid an appendix, illus- 

trative of the art of bridge building, as at present 

vracticed in Europe. 

‘Uustrated With Numerous Accurately Engraved 

Drawings. 


15 Numbers, 75 Cents, each. 


*«*A few sets of the above work, may be had 
by applying to the subscriber, 
JOHN WILEY, 167 Bioadway, 























Passenger Cars for Sale. 

4 ye first class Passenger Cars, built by one of 
the best car builders in the country, for the 

Baltimore and Ohio Railroad. 

The above presents a rare opportunity to any 
Railroad Company wishing first class cars for im- 
mediate use. 

They will be sold at a bargain for cash or good 
paper. Enquire at the office of Bridges & Bro- 
thers, 64 Courtland Street. 

New York, Feb. 21st, 1854. 


Railroad Iron. 
HE Subscribers are at all times prepared to enter into con- 
tracts for Railroad Iron, of Messrs. Guest & Co., or other 
leading manufaeturers’ make, delivered free on board vessels in 
England or in this country. 
BOORMAN, JOHNSTON & CO., 
Sept. 7. Broadway, New York. 








Notice to Contractors. 
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a a ee ee eee ee ee ee oe. 
Office of the Milwaukee and Horicon R. R. Co. i 
Milwaukee, Wis., March 15th, 1854. 
ROPOSALS will be received at this office till 
the first day of May next for the construction 
of the second division of the Milwaukee and Ho- 
ricon Railroad, trom Horicon to Berlin a distance 
of forty-two miles or sections thereof. 

Maps, profiles and specifications will be ready 
for the examination of bidders on and after the 
tenth day of April next. 

JOHN B. SMITH, 

Pres’t M. & H.R. R. Co. 


MANUFACTURERS’ AGENCY 
FOR 
RAILROAD FURNISHING, 
Office 18 Dearborn St., Chicago, Il. 
E.R.T. ARMSTRONG, Agent, 
k= constantly on hand Railroad Spikes, Burden’s make, 
Railroad Wrought Iron Chairs, superior quality, Ames’ 


manufacture of Locomotive Tires, Cranks, §c. Washburn, 


Pond & Co.’s Car Wheels, of best Salisbury and Stirling Iron, 
mixed under direction of Mr. Washburn, and warranted. 
Orders invited for Locomotive and Car Rolled or Hammered 


Azles—Locomotive Lamps—Superior Pumps, for Stations, 


Switch Stands, Levers, and Targets—Locomotive Drivers 
and Cylinders—Bozes and Pedestals—Screw Cutters and 
Drilling Machines—Frog’s Heads and Heel Blocks—Screw 
Presses, for forcing Wheels and Azies, 


Oils of a superior quality, made expressly for railroads, and 
free from 


gums, 

Refer to—Illinois Central railroad, Ohio and Mississippi river 
railroad. Michigan Southern railroad. Galena and Chicago 
Union railroad. Milwaukee and Mississippi river railroad. Little 
Miami railroad, Cincinnati, Hamilton and Dayton railroad. Cen- 
tral Ohio rail:oad. 14.6mo’s, 


To Civil Engineers and Sur- 


veyors. 
RANSITS, Level and Surveyors Compasses Manufactured on 
the most improved principle and of the Best Quality 
by THOMAS HUNT, 
No. 53 Fulton Street, 
New York. 


FFICE OF THE CLEVDLAND AND TOLE- 

DO RAILROAD CO.—No. 18 William Street 
—New York, 15th March, 1854—-DIVIDEND.— 
A semi-annual Dividend of 5 per cent. on the cap- 
ital stock of this company, has this day been de- 
clared, payable in cash, at the office of the com- 
pany, on and after the 5th April next. Certifi- 
cates of stock in either of the late companies, 
(Junction, or Toledo, Norwalk and Cleveland,) 
will be required to be exchanged for certificates 
of this company, before dividends are paid. The 
transfer books will be closed from the 25th inst., 
to the 5th April. 

By order of the Board of Directors, 
E. B. LITCHFIELD, 
mh.17 1m. Treasurer. 


Railroad Iron Via Quebec. 


JOHN ANDERSON & CO. 
COMMISSION MERCHANTS, 
SHIPPING AGENTS AND BROKERS, 
Quebec and Montreal. 


PARTICULAR attention given to the Transhipment of Iron, 
&c., in Transitu for the Westen Lake Ports, and to the Ship- 
ment of Rails In Great Britain, 
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Railroad Companies 
Contractors, 
ANTING first rate German or Irish laborers 
for railroads and canal work, or mechanics 
of any kind, will find the undersigned a first rate 
office to give their orders to, as uhonsands of emi- 
grants apply to them every season for employment. 
Satisfactory reference will be given to well 
known companies and contractors, and men are 
forwarded to any part of the Union. 
- Foca & COHNERT, 
vuropean, American Employment. Office 
287 Broadway, corner Reade-st. 
8t Under the Irving House, New York. 





THE 

New Yorker Handels-Zeitung 
A GERMAN Commercial Paper, containing Prices © 

Market Reports, Exchange and Stock Rates, Shipping List 
and Correspondences from all parts of the world, appears twice 
a week in two separate editions, viz: one for home circulation, 
published each Wednesday and Saturday morning; the other 
for circulation in KEurope,—the only German Paper published in 
the United States admitted to the German States—appears be- 
- the departure of each eo ~ toon rr Europe, Terms A 
The paper, per annum, at New Yo jor Germany, ful 
Postage included, $11, and for all oter parts of Europe, the U. 3. 
Postage inclus., $8. Advertisements taken at liberal terms. 


Howland, Burgess & Smitth, 





MANUFACTURERS of PURE SPERM OIL for Railroad 
Engines, and Lamps, of Refined Whale Oil now so 


generally 
used for car wheels.—Works, New Bedford Mass—Store, Ai- 
bany, N. Y. 


Orders (directed to either place) respectfully solicited from 
Superintendents. Al Oil warranted pure ta rane a 
ry. 


Pneumatic Pile Driving. 
FOUNDATIONS FOR BRIDGES, PIERS &C, 
B* THE PNEUMATIC process hollow cylindrical piles or 
= whe Ren ee hee fut, Ganeten ani ke driven 
Tho comaiets onetus bak bak aleded ae apeniiens of this 
process shows it to be eminently practicable in, and much the 

Lest method known for, the construction of railroad 
across deep and rapid rivers where permanent foundations of 


La strength are necessary, and have to be secured at great 
dep! 

Applications for license for the use of the invention in any 
part of the United States may be made to H. V. POOR, Esq; 


Editor of the Americon Railroad Journal, 9 Spruce street ; or 
for contracts for pile driving, or licenses as above to 


CHARLES PONTEZ, 
March 25th, 1854. 


New York. 
To Contractors. 
PACIFIC RAILROAD OF MISSOURI, 


THIRD AND FOURTH DIVISIONS. 

T is intended to make contract for the third di- 

visions of this road, (extending from the Mis- 
souri river at Jefferson City, passing near George- 
town and Warrensburgh, to the Missouri river near 
Independence, about 160 miles,) so soon after the 
first of May next, as satisfactory proposals shall be 
made. 

Contract will be made for the whole now offer- 
ered, or such parts as particular contractors may 
select in form and quantity to suit the interests of ~ 
the company. Proposals are asked for by the cu- 
bic yard, with cash payments; but contractors 
may, if they desire, accompany their offer with 
proposals for two thirds cash and one third in 
county and railroad mortgage bonds or other se- 
curities, 

Profiles and maps of approximate location can 
be seen after first of April next at Paciffe Railroad 
Office, in St. Louis, and any information will be 
given on application to the Engineer. 

The first division of this road is now in opera- 
tion; the second division to Jefferson City under 
present course of construction. 

The third and fourth divisions now offered pass 
over a high, rolling mixed prairie and ered 
“cotlaht sate een mee oe 
visions compare fay: any ia 
the west. THOS. ALLEN, 

Tuos. 8, O’Suttrvan, Chief 








rr . 





Pacific R.R. Office, St, Louis, Feb, 1864. 























































































































































































iron. 


1250 Sei it pot yard to beshipped from Wiles Jv 
port—for sale 


ugust, for this 
7 ame BOORMAN, JOHNSTON & CO., 
June 9, 1853. $0 Broad 


way, New York. 
Rausiroad Iron. 


HE “ Montour Iron Com is prepared to ex- 
ecute orders for Rails Jat enk patterns and 


weights, and of any required length not exceeding 30 


t perrail. A to 
oot perral. “THOS. CHAMBERS, President, 
September, 1860. 


Railroad Lron. 


HE Und Agents for the Manufacturers, 
are prep napon mee to deliver free on board 


t shippi rts in England, or at ports of discharge 
in the United States, Rails of superior 








States, — or quality, and of 
such t ttern as ma uired, 
Weight oF pattern SE, PERKINS & CO. 
9 South William St. 


New York, June 1, 1851. 
Knox & Shain, 
: MANUFACTURERS OF 
LEVELS, TRANSITS AND SURVEYING 
COMPASSES. 
No 72 Dock st. first door south of Walnut, west side 


PHILADELPHIA. 
First Premium awarded by the Franklin Institute. 


Stuart, Serrell & Co., 
CIVIL ENGINEERS, 
Rooms 


26 & 27, 
157 Broadway, New York. 


Epwarp W. SERRELL, 
SamugL MoE Roy. 








OwARLES B. STUART, 
DaNizL MARSH, 


Important to Kailway Co’s. 


A GREAT improvement has recently been perfected in the 
manufacture of Dumping Gravel Cars by which the cost ls 
materially lessened and the strength and durability much in- 
creased, 


We have secured the right to manufacture these improved 
Oars and can supply them at prices ten per cent. lower than the 
kind 


Orders directed to the Hamilton Car Co., Hamilton, Ohio, 
will receive prompt attention. 


South-Western Car Shops, 
Madison, Indiana. 


HE subscriber is prepared to execute orders 
at short notice, for all kirds of Passenger, 
Freight and other descriptions of Railroad Cars. 
Work delivered at any point accessible by rail- 
road, or by the Ohio and Mississippi rivers. 
Facilities for transportation, enable the subscri- 
ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 











W. CLOUGH. 
Refer to 
Jno. Brovan, Esq. Winstow, Lanier & Co, 
feb.18. 1m. 
To Railroad Engineers and 


Contractors. 


ANTED, a corps of efficient Engineers and 
Contractors, for the construction of a Rail- 
road in one of the Southern States. Apply to 
DUFF GREEN. 
New York, Feb. 14th, 1864. 


Ontario, Simcoe & Huron R.R. 
CANADA. 





road in May last to Lake Simcoe is expected to 
be completed to the Lake Huron a 
distance of 96 miles in June next it will form the shortest 
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Pelt me tas Seen, . 








To Locomotive Engine Buil- 
ders and Engineers. 


HE Proprietors offer for rent for a term of 

years, with immediate possession, the splendid 
property, known as the BELLEVILLE IRON 
WORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and landings. 

The buildings are of brick, with slated roofs, 
and were erected in 1848 at a very heavy expense ; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 
chines—lathes—boring machines, blacksmith’s 
tools, &c., &c., to employ 100 mechanics, and 
could be put in working order in a few days. The 
Buildings cover a lot 300 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now organized in that city con- 
template the construction of over_1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans. 


The Establishment and prospect of remunerat- 
ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 


Applications from responsible parties will be 
promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 

Letters may be addressed to 

R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans; 
and further information may be had by applying 
to Messrs. Barstow & Porz, Pine Street, New 
York. 


Railroad Spikes, Boiler Riv- 


ets, ete. 
Ts Subscribers, Agents for the sale of James S. 
Spencer’s, Jr. Railroad and Boat Spikes, Boiler 
Rivets, and Wrought Iron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness ay and of the best quality. 
ALSO IMPORTERS 0f English refined and Mer- 
chant bar Iron; Extra refined Car and Locomotive 
Axles (from 3} to 6 inches in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, supply 
Boiler and Flue Iron cut to pattern or otherwise.— 
Spring, Shear, and Cast Steel, etc., etc., etc. 
. & KE. GEORGE. 
Philadelphia, November 14, 1850. 


Railroad Iron. 
HE UNDERSIGNED, HAVING made arrange- 
ments abroad, are prepared to contract for the de- 
livery of Foreign rails, of appreved brands upon the 
most faverable terms. 

They will also make contracts for American rails, 
made at their Trenton works, from Andover Iron, in 
wirhey &  eiacneat i Tel stant, Spring and 

y are to turn’ an 
Market Wire; Braziers and Wire ; Rivets and 
Merchant Bars to order, all made exclusively from An- 
dover Iron. The attention of parties who require iron 


cima" eee arsene 











] ip, New York. 
February 15, 1950. 


Ss [AN & 

181 Williamst, 
(1st floor-Up Stairs,) 
NEW-YORK. 


MANUFACTURERS OF 
THEODOLITES, TRANSITS, LEVELS, 


Surveyors’ Compasses, Drawing Instrument 
Chains, Scales, Levelling Rods, é&c. ipto 


Notice to Contractors. 
MEMPHIS & OHIO RAILROAD. 


ogy proposals will be received at the of- 
fice of the Memphis and Ohio Railroad Com- 
pany, at Memphis, Tenn., until the 15th day of 
April next, for the grubbing, clearing, gradation, 
and masonry of the first 65 miles, from Memphis 
to Cherryville. 

Contractors must give the most undoubted se- 
eurity for the completion of the work at the time, 
and in the manner specified; and contracts will 
be let in sections, or for the entire work, as may 
be deemed best by the Directors. 

The Directory reserve the right of rejecting all 
bids, should none p-ove satisfactory ; and it is de- 
sirable that all propositions should be submitted, 
with the view of preparing the whole work for 
the iron as soon as possible. Bids of that charac- 
ter and otherwise equally favorable, will have pre- 
ference. 

Maps, plans and specifications may be seen at 
the office of the company, after the first of April. 

E, PEABODY, 
Engineer in charge. 


Notice To Contractors. 
OFFICE OF THE VicksBURG, SHREVEPORT = 











Texas Ratt Roap Company 
Monroe, La., March 8th, 1854. 
EALDE PROPOSALS wil be received at this 
office until the 1st day of June next, at 2 
o’colck p. M., for clearing and grading the section 
of road between the Mississippi river and Rich- 
mond, in the parish of Madison—a distance of a- 
bout twenty miles; also, for clearing and grading 
the section between the city of Shreveport and the 
Texas State line, in the parish of Caddo—a dis- 


| tance of about twenty miles; and, also, for clear- 


ing and grading a section of twenty mile, begin- 
ning at the Ouachita river and running west, in 
the parish of Ouachita. 

Bids may be maid for the entire sections, or any 
portion thereof, not less than one mile, and those 
proposing to take stock of the Company in part 
payment, will be most favorably considered. The 
lines, plans, profiles and quantities of work, togeth- 
er with the specifications, are now ready for ex- 
amination in the office of the Company. Pay- 
ments in the proportion of four-fifths of the a- 
mounts due will be made at the end of each month 
or quarter, as may be agreed on, during the pro- 
gress of the work. 

The company reserves the right to accpt such 
proposals as in their judgment will secure the 
prompt and faithful eqecution cf the work accor- 
ding to contract, or to reject all if none are satis- 
factory. 

Further information may be obtained from the 


undersigned. 
N. D, COLEMAN, 
President. 
P. J. TOURNADRE, 
7tl4 Chief Engineer. 





Railroad Iron. 


TONS T RAILS, about one-half weighing 59 Ibs. 
5,000 nel teed Gl tb tee 66 lbs. per yard now in 


bond and for sale by 
JOHN H. HIOKS, 
2d Feb’y. 90 Beaver street. 


H. SAWYER 


(of the late firm of SAWYER & HOBBY), 
Transits 








Manufacturer of and Levels, 
HAs reneres to Union Place near Warburton Av., Yonkers, 





a 





